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Control of Nationalised Industries 


, the recent Scarborough Conference of the Labour Party 
more than a dozen resolutions tabled were sharply 
critical of the way in which the nationalised industries were 
being controlled. In particular, exception was taken to the 
manning of the boards of administration by persons who either 
had been responsible for running those industries under private 
enterprise, or who had no practical or administrative experience 
of those industries. The Railway Review, the organ of the 
National Union of Railwaymen, last week returned to this 
matter and complained that the resolutions had not been given 
the full consideration from the platform to which they were 
entitled. It added that the claim to the right to participate in 
the direction and management of the nationalised industries 
is a modern trade union idea and ideal, and that progress 
towards its conversion into a working reality will not be dis- 
couraged or delayed. The miners and railwaymen, it declares, 
are determined “to supplement democratic ownership with 
democratic methods of administration and direction.” The 
Scarborough Conference referred the matter to the National 
Executive for consultation with the General Council of the 
r.U.C. The union hopes that as a result proposals will emerge 
providing for a more extensive application of the principle of 
participation by the organised workers in the government of 
the nationalised industries, 
* - ” . 

Transport Nationalisation in Eire? 

A strong hint was given during a debate in the Dail recently 
that the Government of Eire is considering the nationalisation 
of transport. Mr. P. McGilligan, the Minister of Finance, said 
he felt that the question of nationalisation of transport would 
have to come before the House, and that some radical change 
would have to be made in the whole position of the Irish 
Transport Company. The position of the Irish Transport Com- 
pany. which was established at the beginning of 1945 by 
the merging of the undertakings of Great Southern Railways 
Company and of the Dublin United Transport Co, Ltd. into a 
statutory company, has been causing some concern. Last year 
it contracted a loss of almost £1,000,000, and estimates for the 
current year suggest that the deficit may be even greater. The 
abnormal cost of fuel, strikes, heavy increases in the cosi of 
wages and material, and similar factors, have offset revenue, 
and so far the Government has refused to sanction compen- 
sating increases in passenger and freight charges. Whether 
bringing the internal transport system of the country under 


direct State ownership and control is likely to give 
a more efficient service with greater economy, is open to 
conjecture. At a special meeting of common stockholders on 


June 25 it was stated that the loss for the first five months of 
this year was £700,000 and that it was continuing at the rate of 
£20.000 a week. 


The Importance of Competition 

The efforts of Mr. Robert R. Young, Chairman of the Chesa- 
peake & Ohio Railway, to obtain a controlling interest in the 
New York Central System have been checked by the refusal 
of the Interstate Commerce Commission to permit him and the 
President of the C. & O., Mr. Robert R. Bowman. to serve on 
the board of the latter railway. In its report, the LC.C. states 
that any control by the C. & O. of N.Y.C. affairs would con- 
stitute a violation of the Interstate Commerce Act, and possibly 
also of the Clayton Act, as tending to reduce competition and 
create monopoly in traffic. In this connection the Virginian 
Railway, which stood to lose considerably by diversion of its 
interchange traffic with the N.Y.C. to C. & O. metals, was a 
strong opponent of the Young application. The Commission’s 
report points out. moreover, that one ground on which the 
C. & O. scught and obtained permission to acquire the Pere 
Marquette Railroad was to offer more effective competition 
with the N.Y.C., which a granting of this later Young appli- 
cation would extinguish completely. It is also emphasised in 
the I.C.C. report, rather drily, that the benefits which, Mr. 
Young claims, could be brought to New York Central pas 
senger traffic by Chesapeake & Ohio control seem rather illu- 
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the former company lost no less than $47,000,000 on its pas- 
senger operation, whereas the latter company made a total of 
$34,000,000. 


. * * * 


Road Haulage and the Transport Act 


The annual luncheon of the Road Haulage Association, 
which was held last week under the chairmanship of Mr. B. G. 
Turner, was a most successful function. A summary of the 
speeches is given elsewhere in this issue. Mr. Alfred Barnes, 
the Minister of Transport, paid tribute to the persistence and 
skill with which the road industry had opposed the Transport 
Act during its passage through Parliament, and announced that 
preliminary steps were now being taken to bring into operation 
Part III of the Act, which provides for the taking over by the 
British Transport Commission of long-distance road haulage 
undertakings. Mr. Turner hoped that the Commission would 
have greater success than had been achieved hitherto, in im- 
pressing on those in charge of the nation’s affairs how vital 
transport is in the life of the nation, and that Ministers of 
Transport in the future might have Cabinet rank. Mr. Henry 
Dutfield, formerly National Chairman of the Road Haulage 
Association, and now a member of the Road Transport Execu- 
tive, and Mr. G. W. Quick Smith, formerly Secretary of the 
National Road Transport Federation, and now Secretary & 
Legal Adviser to the Road Transport Executive, were the reci- 
pients of presentations at the luncheon, in recognition of the 
outstanding services they had rendered the industry. 


* * * * 


Accidents on British Railways in 1947 


The annual report for 1947 of Lt.-Colonel Sir Alan Mount, 
Chief Inspecting Officer of Railways, Ministry of Transport, 
is summarised elsewhere in this issue. In accordance with our 
custom, we shall be dealing at greater length with the report in 
a subsequent issue. Last year was the worst on record apart 
from 1915, when 224 passengers lost their lives at Quintinshill; 
train accidents resulted in the death of 93 passengers, but the 
rate was no higher than one killed in about 250 million miles 
travelled on the main-line systems. Fatalities in all move- 
ment on rail, excluding trespassers and suicide, totalled 409, 
which was lower than in any of the seven previous years, and 
nearly 23 per cent. less than the 1941 peak of 534; the figure 
was still considerably higher than the pre-war averages of 338 
and 308 for periods 1935-39 and 1930-34 respectively. The 
Chief Inspecting Officer considers that 62 of the 121 fatalities in 
train accidents may be contributed broadly to the war and its 
aftermath. The causes of the 1,388 train accidents, which were 
reported in 1947, are analysed as: failure of the human element, 
617; defective apparatus, 198, and other causes, 573. The 
report concludes with a strong recommendation for the extended 
use of automatic train contro] equipment. 


* ~*~ * ok 


Locomotive Fuel of the Future 

In the United States, where diesel-electric propulsion on 
railways has made by far its most substantial strides, doubts 
are beginning to arise as to what may happen eventually if the 
economic balance is disturbed by too wholesale a departure 
from coal to oil fuel. Already the consumption of well over 
twenty million tons of coal a year is being displaced in the 
U.S.A. by the use of diesel-electric locomotives; and their 
number is continuing to increase so rapidly that few steam 
locomotives are now being built. Yet the carriage of coa! 
is still the main controlling factor in United States railway 
revenue. In an address given recently by Mr. John W. 
Barriger, President of the Chicago, Indianapolis & Louisville 
Railroad—one of the lines now in course of complete “ diesel 
isation ’*—he pointed out that the original intention of Rudolph 
Diesel, in developing the internal combustion engine which 
bears his name, was to perfect an engine into the cylinders of 
which solid fuel could be injected for combustion, and that in 
his mind the use of liquid fuel was no more than a half-way 
house. Unfortunately, Diesel died before he could complete 
the working out of his ideas, and after that, developments in 
the petroleum industry provided suitable diesel fuel so cheaply 
and abundantly that there was little further incentive to 
research in the possible use of solid fuel. In the United 
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States the time is now ripe to pursue this investigation witl 
all vigour, as well as the use of solid fuel in the gas turbine 
and the production of diesel oil by the hydrogenation of coal, 
to keep the coal economic position in its proper balance. 

* * * * 


New Triple-Level Road-Rail American Bridge 


A remarkable triple-level road and rail bridge is under 
construction at Norfolk, Virginia, at a point where the Norfolk 
& Western Railway crosses a triple clover-leaf junction be- 
tween a new by-pass to the naval base and two existing high- 
ways. On the top level is the by-pass, consisting of two 24-ft. 
roadways separated by a 5-ft. 6-in. verge, and it is carried 
cn concrete-beams over the double-line railway and a one-way 
24-ft. roadway, both at the second level. The bridge at this 
level is a 49-ft. steel girder span, decked with wrought-iron 
troughing under the railway and concrete slabs under the 
highway. At the lowest level U.S. Highway 460 and State 
Route 166 run parallel as a 46-ft. four-lane roadway under the 
second-level bridge. This combined roadway and the abut- 
ments of the whole structure are supported for a distance of 
565 ft. by 1,700 timber piles driven to depths of 35 to 40 ft. 
As the lowest roadways are 4 ft. below mean sea level, they 
have to be kept drained by an automatic pumping plant. This 
complicated structure is estimated to cost over £250,000. 

* * * * 
Coal to Oil Conversion of Locomotives 


When, in August, 1946, the Minister of Transport announced 
the decision that the main-line railways, then under his control, 
should proceed as quickly as possible with the conversion of 
1,217 locomotives from coal to oil burning, we were a little 
sceptical, both as to the desirability and the practicability of 
the project. Since then we have given such details as have 
been available of the progress of the scheme, which has been 
slight. The original purpose was to secure an estimated saving 
of 1,000,000 tons of coal a year. At first the endeavour was 
to be to convert the locomotives and install the necessary 
storage tanks by the winter 1946-47. That was so obviously 
over-optimistic that little surprise was occasioned when, about 
a year ago, it was stated by the Ministry of Supply that it 
was hoped more progress would be made last autumn. Last 
week, however, the Minister of Transport stated in the House 
of Commons, in effect, that the scheme was at an end. He 
said that by the end of 1947 the storage installations were 
approaching completion, but because of changes in the relative 
coal and oil situations the conversion of engines had been 
halted after 93 had been completed. The cost incurred was 
about £3,000,000, and no further engines were being converted 
at present. So far as can be judged, it seems probable that, as 
regards the railways at least, the conversion from coal to oil 
firing experiment is at an end. 

* x * * 
A Motive-Power Revolution 

In an address given recently to the Railway Fuel & Travelling 
Engineers’ Association of the United States, Mr. W. A. 
Callison, Vice-President, American Locomotive Company, drew 
attention to the magnitude of the technological revolution which 
has come about with the introduction of diesel-electric power 
on American railways. In 1935, 20 per cent. of the orders 
placed on American builders were for diesel locomotives; in 
1937, 40 per cent.; in 1939, 62 per cent.; in 1941, 76 per cent; 
and at the present date, no less than 95 per cent. To offset 
the far higher cost of diesel, as compared with steam units, 
the former have advantages which have proved the changeover 
to be sound economic commonsense. Of these the most 
obvious is the continuous availability of the diesel, whether in 
shunting or in long-distance passenger and freight service. A 
second advantage, especially in the waterless areas of the 
Western States of the U.S.A., is that the diesel does not require 
to take water in ordinary running; this has led or is leading to 
the complete elimination of steam power over long sections of 
the western main lines, where also the high tractive effort of the 
diesels at low speed has made it possible to do away with 
assistant locomotives on certain of the steep grades. The 
quicker acceleration of the diesels has contributed to higher 
average speeds, and modern power-regulating systems result in 
such smoothness of starting that damage to freight consign- 
ments, as well as to rolling stock, i} being reduced appreciably. 
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New Works Procedure on British Railways 


N our June 11 issue, we described the organisation of the 
British Transport Commission and explained that its main 
purposes were to deal with questions of policy and finance. 
The management and operation of the various branches of the 
internal transport system are left to the five Executives— 
Railway, London Transport, Road Transport, Docks & Inland 
Waterways, and Hotels. Previously, in our March 19 issue, we 
had given a description of the work and functions of the Rail- 
way Executive together with an organisation chart showing 
the Executive and its relation to a typical region. 

With these details of the administrative systems of both the 
Commission and the Railway Executive, it is possible to show 
the differences in practice between the old privately-owned 
railway companies in handling proposals for extensive rail- 
way works, costing, say, £350,000, as compared with the pro- 
cedure under the new regime. Let us take an imaginary case 
in the Eastern Region, which corresponds closely to the 
Southern Area of the L.N.E.R., and suppose that the depart- 
mental officers were convinced that the time had come to 
reconstruct the passenger and goods stations, marshalling yards, 
locomotive shed and stores depot at Peterborough. We assume 
that under either ancient or modern organisation, the depart- 
mental officers would prepare plans and estimates of the cost of 
the works for submission to higher authority, with a joint 
report justifying the expenditure. The table below shows in 
parallel columns the stages through which the scheme would 
pass before receiving final approval: 


(1) (2) 
(Under L.N.E.R. organisation) (Under present organisation) 
Area Manager Originating Departmental 
Officers 


Chief General Manager 

Traffic, Locomotive. Stores 
and Works Committees 
of Directors 

Finance Committee of 
Directors 

Board 


Chief Regional Officer 


Railway Executive 


Commission 


Several points have to be made to explain the apparent 
relative simplicity and directness under the new set up. It is 
fundamental that the Railway Executive as a body has the 
right of direct access to the Commission as a body. Proposals 
therefore which are made by the Executive to the Commission 
are direct in their transfer. In the study of those proposals, it 
is probable that the Commission will refer them to one or other 
of its departmental Chief Officers, for report before making a 
final decision. 

Another aspect of the matter which has to be considered is 
that the Commission is not necessarily a passive body but 
also possesses powers of initiative. In certain cases, it will 
remit suggestions for study and report to the Railway Execu- 
tive. In that case the procedure might be either that one of the 
functional members of the Railway Executive might deal with 
the matter directly with his functional contacts in the Regions, 
or the Railway Executive would pass the matter to the Chief 
Regional Officer. In the former event, the Chief Regional 
Officer would be informed. 

One advantage which is claimed for the present organisa- 
tion of the railways is that, in general, schemes which can be 
co-ordinated at Executive level come up to the Commission as 
one proposal, whereas in former days, four schemes on similar 
lines might be passed to four different boards of directors and 
varying decisions taken on them in the light of the individual 
circumstances of the companies concerned. This would not 
ipply in the case of a new works programme such as that 
outlined above, but it might in the case of a rolling stock or 
permanent way proposal. Even in the case of a single large 
works, such as re-equipment of a goods station, regard would 
be given, at Executive level, to standard practice. and what 
was being done elsewhere. 

Another factor which has its bearing on all proposals under 
the new regime is the fact that the British Transport Com- 
mission, as its over-riding consideration in all matters of 
policy, has to bear in mind that its responsibility is for the 
integration and economic exploitation of the transport system 
as a whole. As and when the other Executives begin to func 


THE RAILWAY GAZETTE 3 


tion, this will be of increasing moment in arriving at all 
decisions affecting expenditure. In this connection it has to 
be borne in mind that on matters of transport policy the 
various Executives act as agents for the Commission. 


* * * * 


British Transport Commission Traffics 


HE traffic receipts of the British Transport Commission for 

the four weeks ended June 13 continued to increase, but at 
£2,018,000 the increase was less than the £3,375,000 of the pre- 
vious period as compared with the year earlier. The total 
receipts for the week were £29,899,000, and of these the re- 
venue of British Railways was £25,297,000, or £1,783,000 more 
than a year earlier. Passenger revenue at £9,766,000 showed 
a decline of £60,000. This decrease is noteworthy as having 
accrued despite changes in charges and the efforts this year 
to increase passenger travel by the reintroduction of greater 
facilities than existed twelve months ago. Coal and coke 
receipts made the best showing, with an advance of £723,000 
at £4,924.000. The table below gives the various divisions 
of traffics for the four weeks to June 13, and also the figures 
for the year to that date compared with the similar period 12 
months earlier. 


Four weeks Aggregate to 
to June 13 June 13 
Incr. or 
decr. 


Incr. or 
decr. 


1948 1947* 1948 1947* 


£000 £000 £000 £000 £000 | £000 
British Railways (receipts 
from railway working) 


Passengers iad ...| 9,766 | 9,826 60 51,559 46,731 + 4,828 
Parcels, etc., by passen- 
ger train ne . 2,311 2,007 + 304 13,065 11,416 + 1,649 


Merchandise (other than 
Classes |-6) and live 


StOER. sx ies ... 6,140 5,766 374 40,414 32,131 |+ 8,283 
Minerals & merchandise 


(Classes 1-6) ... .. 2,156) 1,714 + 442 13,286 8,985 + 4,301 
Coal & Coke... ...| 4,924 4,201 + 723 30,805 24,779 + 6,026 


25,297 23,514 |-+ 1,783 | 149,129 | 124,042 + 25,087 


London Transport 


Railways ... aa w.| 1,094 1,013 + 8! 6,692 5,973 + 719 
Buses & coaches ... 2,504 2,374 + 130 14,389 12,626 + 1,763 
Trolleybuses & trams .. 881 854 + 27 5,173 4,637 + 536 
4,479 4,241 + 238 26,254 23,236 |+ 3,018 

Inland Waterways pat 
Tolls ae Pro = 55 54 + | 327 248 | + 79 
Freight charges, etc. ... 68 72 4 438 381 | + 57 
123 126 3 765629 + ~=—«136 

Total ... 29,899 27,881 + 2,018 176,148 147,907 + 28,241 


* The comparison of 1948 with 1947 is affected by increases in fares, rates and 
charges, which were introduced at different dates during the year 1947 to meet 
increases in operating costs 

For the 24 weeks of the current year total traffic receipts 
at £176,148,000 are up by £28,241,000. Receipis from railway 
working at £149,129,000 show an advance of £25,087,000. The 
greatest absolute increase has been in merchandise revenue, 
which at £40,414,000 shows an improvement of £8,283,000. 


* * * * 


Palestine Railways 


BNORMAL conditions in Palestine during the period 
covered by the report for 1946-47, which we have received 

from the General Manager, Mr. A. F. Kirby, make it imprac- 
ticable to measure traffic operation by normal standards. At 
the beginning of the period, a general strike of all Government 
employees in Palestine in April, 1946, resulted in the railways 
being virtually closed for a period of ten days. This untoward 
opening to the year was followed swiftly by a succession of 
widespread and frequent attacks by saboteurs, which continued 
throughout the rest of the twelve months. Communication 
with Syria and Trans-Jordan was severed by the destruction in 
May, 1946, of a bridge crossing the Yarmuk River, and this 
had not been restored up to the time the report was written. 
A full list is given of the episodes of sabotage on the system, 
which first necessitated railway traffic being confined to day- 
light hours, and then, on November 20, 1946, caused a 
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suspension of all services. Two days later, military protection 
for trains in daylight was provided, and services were resumed 
on a restricted daytime programme. Casualties sustained by 
railway staff as a result of sabotage in the period covered by 
the report totalled three killed and 66 injured, but these figures 
took no account of the military and police personnel who lost 
their lives or were injured in the course of protecting the 
railway or in removing mines. 

The year is described in the report as “a difficult one from 
the operating standpoint and a disastrous one financially.” 
Earnings on revenue account reached £P1,539,450, against 
expenditure of £P1,663,016. This represented an operating loss 
of £P123.566, while the final deficit was £P327,283. Results of 
the Kantara-Rafa section are shown separately and recorded a 
deficit of £P63.216. Taking into account also the operation of 
the Hedjaz Railway and the Petah Tiqva Railway, there was a 
combined deficit of £P587,111 in 1946-47 as against a surplus 
of £P466,874 in the preceding year. Some operating results of 
the Palestine Railway itself, the Kantara-Rafa Railway, and 
the Hedjaz Railway are summarised below: 


1945-46 1946-47 
Kilometres open 1,034 1,002 
Passenger journeys* 3,334,403 2,220, 189 
Paying goods tonnage* 2,611,461 2,044,008 

EP. £P. 

Passenger receipts 873,581 622,343 
Goods receipts 1,763,799 1,427,268 
Total earnings 2,863,305 2,312,132 
Expenditure 2,285,956 2,712,485 
Surplus 577,349 400,353 


* Figures include transit and inwards traffic from one railway to another 


Passenger traffic fell by 36 per cent. in total journeys and 
29 per cent. in receipts; the smaller fall in receipts being due 
to the greater distances travelled on an average. The decrease 
in civilian passenger traffic was due mainly to the disruption 
of scheduled services as a result of sabotage, Excursions and 
concession fares were restored as from August 1, 1946, but 
were not greatly utilised on account of the disturbed conditions. 
Goods traffic on the standard-gauge lines amounted to 
1,615,801 revenue-earning tons, compared with 1,935,791 tons 
in the previous year. Revenue fell from £P1,553,724 to 
£P1,309,746. There were, however, substantial increases in 
cement and citrus traffics, which unfortunately were more than 
offset by the overall decline in other directions. In spite of the 
complete suspension of railway services for two days, which as 
mentioned above coincided with the opening of the citrus 
season, the number of cases carried by the railways for export 
exceeded those of the previous year by about 1,000,000. 
Attempts to move the citrus by road transport during the sus- 
pension of trains proved unsuccessful, and a truce was called 
by the saboteurs for a period of about 4 months. From soon 
after the close of the citrus export season. sabotage of the 
railway was resumed with increased intensity. 

The goods traffic on the narrow-gauge lines reached 
£P163,753, compared with £P256.108 in the preceding year. 
while receipts fell from £P241,598 to £P140,046. These declines 
are accounted for by the virtual cessation of military traffic 
and the suspension of through working consequent on the 
destruction of the Yarmuk River Bridge. Imports by through 
rail services from Egypt increased from 33,000 tons to 45,000 
tons, but there was a substantial decrease in imports from 
Syria, Trans-Jordan, and Iraq, due principally to the suspen 
sion of through rail connections. Traffic exported by rail to 
Egypt decreased by 19.000 tons compared with 1945-46, due to 
restrictions on the import of citrus into Egypt. General trade 
in the country reacted adversely to the application of boycotts 
by sections of the community, while the relinquishment of 
Government controls on certain commodities resulted in a 
considerable falling off in bulk movements. 

A general commentary in the report on traffic operation 
during the year records that the only trains operated during 
the ten-day strike in April, 1946, were three troop specials 
from Haifa to Kantara, which were worked by military staff. 
As a result of their inexperience in operating methods, lack of 
familiarity with the line, and shortage of personnel, one of 
these trains took three days to reach Kantara instead of the 
scheduled time of 103 hours, while the others failed to get 
through and were turned back. In spite of numerous acts of 
sabotage, the railways continued operating to full capacity for 
24 hr. a day until November, when, as has been mentioned 


GAZETTE July 2, 1948 


already, the services were brought to a complete standstill. 
Later in that month, a system of military foot patrols accom- 
panied by platelayers was introduced and traffic working during 
daylight hours resumed. The through passenger service and 
military troop trains to and from Egypt were retimed to pro- 
vide for passage through Palestine in daylight, and local 
passenger services were suspended, all movements of passenger 
traffic being confined to the through trains to and from Egypt. 

Goods services in Palestine were operated as opportunity 
offered. It was a major problem in the earlier stages of day- 
light working to ensure that all trains would reach their 
destination before darkness, and frequently they had to be 
stabled at wayside stations for the night, completing their 
journey the next day. Working throughout the 24 hr. was 
resumed late in December after assurances had been received 
that the railways would be free from attack until the close 
of the citrus season; but when, in March, 1947, attacks were 
resumed on an extensive scale, it was necessary to resort once 
more to daylight running, which proceeded up to the time of 
writing the report. 

In a paragraph on the outlook for railways in Palestine, the 
General Manager records that the rolling stock and equipment 
were nearing the end of their useful life at the beginning of 
the recent war, and much of it was the same as had been 
taken over from the military authorities in 1920. An unfavour- 
able position with respect to road competition, therefore, would 
have been unavoidable in any case, but the railways suffer 
from a further handicap in that they are not in political 
favour with a large section of the community, while on the 
other hand a vigorous section of the road transport industry 
receives political support. The indications are that road trans- 
port has been allowed to develop without the control necessary 
to ensure that it does so in proper relationship to the transport 
needs of the country, and prevailing conditions have prevented 
this question being considered calmly by the Transport 
Advisory Board. The General Manager is convinced, how- 
ever, that there is a future for railway transport in Palestine 
provided the necessary capital is provided and development is 
undertaken along the right lines. 


* * * * 


Drawings of L.M.R. Main-Line Diesel 
Locomotive No. 10000 


HE decision of the L.M.S.R. in the closing months of its 
existence to put into traffic a large main-line diesel- 
electric locomotive is of great significance, and the appearance 
of the pioneer 1,600-h.p. unit No. 10000 undoubtedly consti- 
tutes a landmark in the development of diesel railway traction 
in this country. As time goes on, other designs will appear 
for main-line duties, but this will always be remembered as 
the first; and because of its importance in this respect, as well 
as the technical interest it has aroused, we have arranged to 
publish the four drawings which appear in this issue. As a 
means of comparison with future types they will remain of 
permanent value, quite apart from their use as a guide to the 
general layout of the actual locomotive. 

A description of the locomotive appeared in the January, 
1948. issue of our associated contemporary Diesel Railway 
Traction, and in The Railway Gazette of January 2, 1948, and 
that description can now be followed very profitably in the light 
of the drawings. Small details, especially those relating to 
engine details, cannot be shown conveniently in  general- 
arrangement views, nor is it appropriate that they should appear 
in them; but a quick concept of the main proportions, wheel- 
base, axle loadings, tank capacities, and the disposition of all 
the chief components are all readily obtainable. 

The elevation and plan of the locomotive illustrate the central 
disposition of the prime mover, and show the way in which 
the longitudinal members of the framework have been stiffened 
centrally to allow for the load applied. The interesting method 
of anchoring the engine to the framework is also seen. An 
important principle in the design of the superstructure is also 
brought out; the bodywork is divided by bulkheads into various 
airtight compartments, although, for the purpose of allowing 
engine crews to pass along from end to end, doors are provided 
in each bulkhead. By this means the generator, although it is 
coupled directly to the engine crankshaft, is allowed to enjoy 
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clean air, which is afterwards discharged into the engine room 
and circulated there. Another bulkhead isolates the control 
cubicle, which contains the Clarkson boiler for heating car- 
riages. The radiator system is of considerable interest. It is 
operated by a vertical-axle fan, totally enclosed, self-cooled by 
the air which it draws in from the atmosphere. The air is 
afterwards exhausted through a concentric passage, passing out 
through a grille in the roof. 

The unique design of six-wheel bogie merits the inclusion 
of a detailed elevation and plan. This shows the arrangement 
of the “sandwich” frames and the ingenious type of equalis- 
ing bars which bear on the axlebox tops. This arrangement 
of the bolster pattern bogie (retained for its good-running quali- 
ties) made it necessary to obviate the use of a large motor bogie 
on the central axle. Consequently, each axle was fitted with 
its own traction motor, which then assumed reasonably small 
dimensions. These motors are force-ventilated, as the drawings 
show, by fans situated in the nose-ends of the locomotive. 

In expressing our indebtedness to Mr. H. G. Ivatt, Chief 
Mechanical Engineer, London Midland Region, we should like 
to record our admiration of the skill which he and his staff have 
shown in overcoming their design problems. 


* * * * 


Swiss Federal Railways in 1947 


HE report of the Council of Management of the Swiss 
Federal Railways for 1947 shows that the balance of profit 
on profit and loss account amounted to fr. 25,400.000, the same 
figure as was recorded in the previous year, but that the surplus 
on the operating account was not quite so good as before, 
falling from fr. 199,100,000 to fr. 197,600,000, certain items in 
the former account having been eliminated or reduced during 
the twelve months. Passenger traffic receipts came to 
fr. 270,000,000 for 213 million passengers carried, an increase 
of 4°5 per cent. over the previous year, and double the figure 
recorded in 1938, although fares have risen on the average 
only by 8 per cent. in the meantime. It is not easy, says the 
report, to specify exactly the causes of this result, but generally 
speaking they are the economic prosperity; the intensity of the 
tourist traffic, at least until the autumn, when restrictions were 
imposed on visitors from Great Britain; greater leisure time; 
the changing habits of the people; better facilities for in- 
dulging that wish; and certain other circumstances. 

Goods traffic receipts also showed an improvement over 
1946. For 18-2 million tonnes conveyed, including luggage, 
livestock, and postal traffic, the figure was fr. 341,600,000, an 
increase of 11°8 per cent. over the previous twelve months. 
Here again since 1938 receipts have practically doubled them- 
selves. although, as in the case of passenger traffic, the rates 
have not been raised in anything like the same proportion. 
The increase in imports is stated to be the main source of the 
increase. The economic position has resulted in a considerable 
growth, also, in internal traffic, but this is liable to suffer in due 
course from the development of road motor services. Against 
this can be set the prospect that transit traffic, much reduced 
as compared with pre-war days, will improve eventually, thus 
providing a reserve against possible losses in certain directions. 
Working receipts totalled fr. 634,800,000, the first time the 
figure of 600 millions has been exceeded, and an increase 
over the 1946 figures of fr. 48,300,000. 

On the other hand, working costs have themselves for the 
first time passed the 400 millions mark and, exceeding those 
for 1946 by fr. 49,800,000, totalled fr. 437,200,000, a situation 
which the railways will be able to meet only as long as there 
is no marked decline in receipts, such as might result from 
competition from other forms of transport or some depression 
in the economic position of the country. Raising rates would 
not be capable of righting such a condition, and in consequence 
the financial position of the railways continues to give some 
cause for concern, seeing the considerable part played in it by 
fixed charges, which it is impossible to reduce to any appre- 
ciable extent. This was felt acutely during the economic crisis 
of 1930, and would be experienced to a greater extent under the 
conditions ruling today, since there is little doubt that a heavier 
wages bill will have to be met in due course, and greater 
expenditure incurred for materials and plant. 

It is mainly to wages, salaries, and social service charges 
that the rise experienced during 1947 is due. Cost of living 
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bonuses have been paid, and the growth of traffic has necessi- 
tated an increase in the staff, for which the average figure for 
the year was 36,377, or 1,805 more than in 1946. Prices are 
not yet stabilised. The principal increases have been on 
materials used in connection with the upkeep of the permanent 
way and rolling stock. In addition, the temporary shortage 
both of electric power and electric locomotives made it neces- 
sary to use a large number of steam locomotives, and while the 
latter only ran one-tenth of the mileage performed by electric 
trains, the fuel for them cost fr. 15,300,000, against a charge for 
electricity of fr. 25,300,000. 

Expenses incurred for new constructional work in connection 
with operating and certain ancillary undertakings came to 
fr. 84,500,000. Much necessary work has been delayed unduly 
already, and it has become absolutely necessary to take up 
again at the earliest possible moment the regular renewals pro- 
gramme. The figure just given is fr. 5,400,000 less than that 
incurred in 1946, and fr. 8,000,000 less than that actually pro- 
vided for in the annual estimates, but in 1946, it is true, there 
was a sum of fr. 14 millions for purchase of wagons from an- 
other public service. Delays in construction, delivery of 
material and in the building and other industries account for 
the position, and many works have not been carried to com- 
pletion by the date desired. Total charges resting on the 
undertaking amounted to fr. 635,300,000 and the total revenue 
to fr. 660,700,000, the latter including, in addition to the balance 
on operating account, certain sums taken direct to profit and 
loss account, revenue earned by associated enterprises, and so on. 

Repayment and renewals charges, which play a considerable 
part in the picture, have increased greatly, and in turn so have 
the costs of replacing worn-out equipment, so that in fact it is 
impossible for the management, in present circumstances, to 
finance these measures entirely out of its own resources. The 
report notes with satisfaction the excellent way in which the 
staff has carried out its task and coped with the work involved 
in conveying such a greatly increased traffic. It recommends 
putting fr. 8,000,000 to reserve and twice that sum towards cer- 
tain interest charges on capital which come under the law 
governing the working of the system, leaving it to the Federal 
Assembly to decide what to do with the remaining fr. 1,408,313 
from the credit balance for the year. 

A very interesting part of the report dwells on the measures 
taken during the year, in connection with the Lucerne Con- 
gress and railway centenary, to bring to the knowledge of the 
public the many aspects and details of railway working, in pur- 
suance of which many excellent publications, large and small, 
have been issued, including the first number of a comprehen- 
sive five-volume technical work produced by experts in every 
branch of the subject, historical, economic, and technical. 


* * * 


Prevention of Corrosion 


-* i special meeting of the Iron & Steel Institute on 
June 17, presided over by Mr. T. M. Herbert, Scientific 
Research Manager, London Midland Region, British Railways, 
several papers were presented on the practical aspects of the 
protection of steel against atmospheric corrosion. Subjects 
covered included service trials of painting schemes applied to 
a steelworks gantry and the protection of iron and steel by 
non-metallic coatings. Discussion centred mainly on the fact 
that the rate of corrosion in an industrial area on unpainted 
mild steel is 2} times the rate in a rural area. Under a coat 
of paint, however, corrosion appears to be quicker in the 
country. Trials of the several painting schemes seemed to 
indicate that their efficiency was greatly increased by removing 
the mill scale by pickling before applying paint. In this 
connection, however, Mr. E. Bateson, of Messrs. Rendel, 
Palmer & Tritton, maintained that where steelwork is in com- 
plicated fabricated parts, weathering and wire brushing are the 
only practical methods of service preparation. Pickling could 
be dangerous because of the retention of acid in corners, and 
he suggested fabrication after cleaning as a solution if pickled 
surfaces could be protected in the interim. Dr. J. C. Hudson, 
Head of the Corrosion Laboratory of the B.I.S.R.A., com- 
mented that experience had shown that metal coatings covered 
by paint, and especially paint on electro-deposited lead, gave 
good results with most paints, which bore out the importance 
previously attached to surface preparation. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Fares that Discourage Rail Travel 


Chelwood, 
Crowborough. June 12 
To THE Epiror OF THE RAILWAY GAZETTE 
Sir,—Your Leeds correspondent in your June 11 issue 
helps me to bring to your notice another curious anomaly in 
“cheap” day fares. A passenger from Crowborough to East- 
bourne can obtain a “ cheap” return day ticket to Lewes, and 
from there another to the seaside town. To reach Eastbourne, 
passengers from Crowborough are bound to change at the 
county town, so why should they be compelled to re-book 
again? 
Yours faithfully, 
A. F. HOLLINS 


Locomotive Knock 


Uvongo Beach, 
Natal South Coast, 
South Africa. 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—Referring to the letter signed “ Druimuachdair” in 
your May 21 issue, manganese-steel liners to axleboxes and 
horns, by resisting wear, can minimise knock due to R.H. and 
L.H. axleboxes not being at the same moment pressed against 
either front or back horn jaws at any crank quarter. 

In a two-outside-cylinder engine with the R.H. crank lead- 
ing, shock directed towards the tender is at a maximum on the 
L.H. side of the engine, where an axlebox is suddenly jerked 
from against the front horn jaw to the back jaw in a quarter 
of a revolution, with a leverage equal to the distance from the 
L.H. crankpin centre across the engine to that of the R.H. 
axlebox. This shock trends upwards from the rail and is felt 
vertically on the L.H. side of the footplate when there is play 
between axleboxes and horns. 

Manganese-steel veneers to both axleboxes and horn jaws are 
especially essential on Colonial Railway locomotives which, for 
half the year, travel in a cloud of gritty dust. 

As your correspondent suggests, knock may also be due to 
steam stress, and I recollect that, some 30 years ago or more, 
the late Mr. G. J. Churchward had the cause of a tiresome 
knock, occurring at high r.p.m. with short cut-off, investigated 
by using an ordinary engine indicator. This was fixed to the 
firebox for running tests and to a rigid base when using the 
Swindon testing plant. The drum was operated from the cross- 
head. The indicater piston, with a suitable spring, was 
actuated by a wooden rod, the foot of which rested on the 
footplate floor and transmitted the knock felt there. 

From diagrams so obtained at varying speeds and cut-offs, 
the knock was traced to its source, and was cured, if I remem- 
ber aright, by increasing the clearance at one end of one 
cylinder only. 


June 18 


Yours faithfully, 
G. V. O. BULKELEY 


Control of War Transport 


The Railway Executive. 
London Midland Region, 
District Operating Manager’s Office, 
Crewe. June 19 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir.—With reference to the correspondence on this matter, 
the function of the Transportation service is to provide, main- 
tain, and operate military railways, docks, and inland water 
transport when necessary, in a theatre of war. I would like to 
see added responsibilities for the operation of road transport in 
a similar organisation to the U.S. Army Transportation Corps. 

The function of the Movement Control Staff is to receive 
movement requirements from the General and Administrative 
Staffs and from the other services, to prepare movement pro- 
grammes accordingly. and to ensure that these programmes are 
carried out. The movement vrogrammes are given effect to 
either by civilian transport undertakings or by the Trans- 
portation service in accordance with the conditions applying 
in the areas of movement affected. 

While it was found convenient in certain overseas theatres of 
war to place Movements and Transnortation under unified 
command, these separate functions still necessarily had to be 
provided for separately. 

The experience of the U.S. Army confirmed this; they arrived 
with their Transportation Corps as a completely organised 
Military Transport Organisation. Because of difficulties in the 
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general administration and control of movement facilities and 
movement programmes, the U.S. Army found it necessary to 
create a Movement Staff Branch, G4. (Movements), which 
proved essential and did good work. In any discussion of the 
control of Military War Transport these principles must be 
considered. 

So far as the Sea Transport Officer is concerned, some modi- 
fication of his functions might be desirable, especially at ports 
where the work of loading and unloading of ships is per- 
formed by military personnel, but again it must be remem- 
bered that the Sea Transport Officer is the local representative 
of the Ministerial Department responsible for the provision and 
maintenance of shipping, and cannot, therefore, be dispensed 
with entirely. 

Yours faithfully, 
S. O. SCREEN 


Cheap Ticket Facilities 


13, Outwood Drive, 
Heald Green, Cheadle, 
Cheshire. June 15 
To THE EpiToR OF THE RAILWAY GAZETTE 

Sir.—June | has come and gone, and from such information 
as I have been able to gather from different parts of the 
country about the promised increased facilities, it would seem 
that the matter is even now not being tackled with the vigour 
it requires; though, admittedly, certain improvements have 
been made, the practice seems to have varied considerably in 
different areas for no apparent reason. 

Before the war, the country was covered by a vast network 
of cheap ticket facilities, brought about largely by the com- 
petition of buses and cars; then, anybody could, without prior 
arrangement, obtain on demand, practically all over the 
country, any of the following tickets:— 

Any train, any day; early closing and Saturday after- 
noon; Sunday bargain; football; cricket; market tickets and 
= tour tickets; and (on the Southern) “Go As You 
Please.” 

All these and others at single fare for the double journey. In 
addition, at still lower fares. special day, half-day and evening 
excursion tickets, and (in many areas) cheap single tickets. 
These were many of the facilities offered, but by no means all. 

Since the war ended, next to nothing in the way of cheap 
ticket facilities had been restored up to a short time ago, on 
one excuse and another. First, it was shortage of staff, but 
surely this cannot be said to apply any more (signalmen and 
drivers may be lacking, but this cannot affect the issue except 
in so far as special trains are concerned); then, difficulties of 
printing tickets, but in July, 1946, a very limited issue of cheap 
tickets to places of certain population on Tuesdays, Wednes- 
days. and Thursdays only, with severe limitations on the hours 
of travel, and also market tickets, was announced, with the 
promise that this was only the beginning. In certain districts. 
these restrictions were gradually removed, both as to days 
and hours of travel, but not generally, and even now no 
general restoration of “any day. any train” facilities has taken 
place, though there has been partial restoration in some 
districts. 

The result of the policy that is being followed is that on 
many, if not most, lines in the country (except, perhaps, for 
special reason. in the London area) traffic has dropped steadily 
and considerable revenue has been lost. 

The latest excuse is shortage of carriages, and much pub- 
licity has been given (in my view, mistakenly given) to the fact 
that the railways are some 6,000 carriages short of what they 
had before the war. This is not a valid excuse, as stated in 
my first letter, published in your May 7 issue. 

On the L.M.S.R. in 1938, some 21,550 special excursion trains 
were run, so that for all the railways for 1938 a figure of 
40,000 special excursion trains would, I think, be a fair esti- 
mate, and in 1939 the pace was considerably quickened. The 
figures for last year and, on the present footing. the figures 
for this year will not bear comparison. Admittedly, last year 
more passenger trains were vrobably run on Government 
account, but not enough to really affect the issue, and even 
though certain trains are heavier than pre-war, on the other 
hand a considerable number are much lighter. 

I submit that far too much has, and is being, made of the 
lack of carriages and: 

(a) It is not a good excuse for the continued non-reintroduction 
of a considerable and widespread issue of cheap tickets. 

(b) A very large proportion at anemia trains, and many semi- 
expresses and express trains as well, have regularly available a 
considerable empty passenger accommodation without an 
extra carriage being added. 

©, That this accommodation represents revenue which is being 
ost. 


oie 


PEROT PERLE. 


ns 


The 
travel 
day. 

Wh 
the ac 
by m 

This 

days | 
matels 
of the 
nothin 
tickets 
of the 

You 
These 
inajor 
can b 
arrang 
old “| 
boons 

quatel 
were | 
said o 
people 
point 


SIR,- 
due co 
war in 
East ai 


* too mi 


severel 

Also, 
our im 
on hor 


Sir,— 
Timeta 
train b 
5 min. 
Belle’ | 
of the 
1899—" 
8.52 a.r 
all non 
in 1 hr. 
bills we 
A revi 
substitu 

In a 
Railway 
previou 
experim 
with sey 
the Mo 
me and 
my tim 


ior 
he 


er- 
nd 
ou 


In 
ing 
ets. 
all. 
ap 

on 
but 
ind 
ept 
of 
eap 
1eS- 
urs 
the 
cts, 
jays 
no 
ken 
yme 


on 
for 
dily 


yub- 
fact 
they 
d in 


‘ains 
2 of 
esti- 
The 
ures 
year 
nent 
even 
ther 


F the 


ction 
semi- 
ible a 
it an 


being 


July 2, 1948 


(d) That much of it could be filled and revenue gained by the 
re-introduction of cheap tickets to the benefit of the railways 
in particular and the country in general. 


May I suggest the early restoration of : 


1.—(a) ‘‘ Any day, any train” facilities ; (6) the cheap single 
fare facilities ; (c) the early closing and Saturday afternoon 
tickets (with certain temporary restrictions as to trains). 

.—That the fares on the special excursions on special trains be 
reduced to two-thirds the single fare for the double journey. 
Present fares are too high for the facilities offered. 

.—That the cheap tickets instituted since April 11 on certain 
ordinary trains between certain places not purely local to each 
other be extended and in certain places the fare reduced to 
below single fare for the double journey. 

.—Restoration in September of the football tickets. 

—A mid-week bargain ticket. Single fare, available outward 
and return, by any trains the same day (except perhaps a few 
** crack ’’ expresses). 


N 


tw 


na. 


The holiday accommodation problem largely prevents people 
travelling mid-week for long periods, but not a day or half- 


ay. 

While the standard fare has been increased by 55 per cent.. 
the actual cost of travel to many people has been increased 
by much more than that, by reason of the lack of cheap tickets. 
This is slowly—very slowly—being put right, but in pre-war 
days considerable numbers of people consciously and legiti- 
mately “averaged” their travelling costs by taking advantage 
of the countless different facilities offered, so that they paid 
nothing like the standard fare, while others were given cheap 
tickets even though they had not asked for them or even knew 
of them. and so were also not paying standard fares. 

You refer to circular tour tickets in a note to my letter. 
These, I venture to suggest, are of little interest to the 
inajority of people in this country, and often a circular tour 
can be made more cheaply and without any prior special 
arrangement by making full use of the monthly ticket and the 
old “ inter-availability ” arrangement. This, one of the greatest 
boons ever offered to the travelling public, was quite inade- 
quately advertised, and its full implications and possibilities 
were never made properly known. Why is next to nothing 
said on the subject now that the railways are all one? Most 
people still think of them as separate, and publicity on this 
point would be of benefit. 





Yours faithfully, 
ERIC B, C. DYCKHOFF 


Diesel v. Steam 


36, Highbury Grove, 
London, N.5. 
TO THE EDITOR OF THE RAILWAY GAZETTE 
Sir,—Referring to the diesel-steam correspondence, I trust 
due consideration will be given to the possibility of another 
war in which we may find our oil supplies from the Middle 
East and elsewhere seriously diminished. If we come to rely 


June 23 


* too much on diesel traction, using imported oil, we may be 


severely handicapped in our war transport work. 

Also, do we not want at this time of so-called peace to reduce 
our imports to the minimum, and to rely as much as possible 
on home-produced coal? 

Yours faithfully, 
F. A. S. BROWN 


British Railway Speeds 


Cardinham, 
Bodmin. 
To THE Epiror OF THE RAILWAY GAZETTE 

SiR,—The note in your article “British Railways Summer 
Timetables,” in your issue of June 11, that there is “now no 
train booked between London and Bournemouth in 2 hr., as 
5 min. has been added to the schedule of the ‘ Bournemouth 
Belle’ in each direction,” is interesting as a return to the timing 
of the new L. & S.W.R. Bournemouth expresses of July 1, 
1899—Waterloo, dep. 10.30 a.m., 4.10 p.m.; Bournemouth, dep. 
8.52 a.m., 4.37 p.m.—2 hr. 5 min. being allowed, up and down, 
all non-stop. The company intended to run to Bournemouth 
in 1 hr. 55 min., and in the reverse direction in 2 hr., and hand- 
bills were printed (of which I have one) but were not issued. 
A revised handbill giving the 2 hr. 5 min. schedule was 
substituted. 

In a letter to The Times of August 19, 1925, on “ British 
Railway Speeds,” Sir Sam Fay wrote:—“ that twenty-six years 
previously, when as Superintendent of the Line I ran a Sunday 
experimental train from Waterloo to Bournemouth, the trip, 
with several service slacks, was performed in 1 hr. 50 min. On 
the Monday following, the Chairman of the company sent for 
me and said: ‘ Don’t do it again, Fay, not in my time—not in 
my time!’ His (the Chairman’s) view was that no adequate 
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reason existed for the saving of ten minutes or a quarter of 
an hour on such a journey, and I am not sure now he was 
wrong. 

In July, 1911, however, a two hours timing began, and, after 
the 1914-18 war, a down train ran to a schedule of 1 hr. 56 min., 
but 2 min. longer up. This was, I believe, the best public 
timing ever operated. 

Yours faithfully, 
REGINALD B. FELLOWS 


Why Not Post Office Red? 


London. 
To THE Epiror oF THE RAILWAY GAZETTE 

Sir,—Some concern and a sense of frustration is being felt 
in circles in contact with the operating side of the Railway 
Executive. It had always been the practice for a Superintendent 
of the Line to negotiate with his equivalent in other companies, 
but the new set-up is influencing such communications through 
the Railway Executive itself. Day-to-day operating matters 
affecting inter-Regional working in the London area, the quota- 
tion of a service, the tracing of a missing wagon, and such 
Class 4 duties are now engaging the attention of highly-paid 
staff who, apparently, cannot determine the difference between 
policy and ordinary departmental administration. 

As the Railway Executive is dependent on being fed with 
opinions and recommendations, and seemingly only acts on 
such, there is no wonder it has come to be regarded as a post- 
Office. It is, therefore, particularly appropriate that the train 
livery should be “ post-office red,” as recently suggested by you. 

Yours faithfully, 
R. E. CHECK-ACTION 


June 19 


Train Service Deficiencies 


* Staniland,” Radwell, 
nr. Felmersham, Beds. June 11 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—I refer to my letter which you were kind enough to 
publish in your issue dated June 4, concerning train service 
deficiencies, and it appears that I am not aione in putting pen 
to paper. 

This morning, on opening this week’s issue, it accidentally 
* fell open” at page 702, in which you publish a reproduction 
of the “Train Arrival Indicator” at Euston. I pass through 
that famous terminus frequently, and it must be many moons 
since so many trains could, together, all arrive on time!! 
The “ Minutes Late” column looks rather like Australia 
batting!!! Is it possible that the 3.35 p.m. “in”—now of 
course the 3.45 p.m.—could be arriving “on time”? That 
train used to be the 1.51 p.m—now the 1.55 p.m—from 
Northampton, and one of the worst “ time-keepers”” even in 
the summer. 

Yours faithfully, 
H. W. FRANKLIN 


Road Transport Services Deficiencies 


6, Manor Road 
Salisbury, Wilts. 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—May I be permitted to use your columns to voice 
a protest with regard to certain bus services at present operating 
this summer. 

I have, on three occasions recently, had to travel to Bourne- 
mouth on business, and once to Ferndown. Owing to the 
ban on private motoring, I was compelled to use public trans- 
port. On the first occasion, having to travel to Bournemouth, 
thence to Ferndown, and returning direct to Salisbury, the net 
journey time, for the overall distance of 62 miles, out of 9 hr. 
from leaving Salisbury to returning, was the astonishing time of 
5thr., and this to cover a net time of business of 14 hr. 

Can any P.R.O. of the Road Transport Executive give me 
any reason why the Salisbury to Bournemouth service cannot 
be accelerated by certain buses running non-stop for Bourne- 
mouth passengers only, thus enabling business to be effected 
in half a day? 

Surely, if we have to rely on using public transport in place 
of using our cars, then the Transport Executive should make 
the services, and this one in particular, far more attractive 
and with less waste of time. 


June 7 


Yours faithfully, 
H. B. WALKER 
[No responsibility for the operation of bus services has yet 
been delegated by the British Transport Commission to the 
Road Transport Executive. In any event, the B.T.C. interest 
is only a minority shareholding in the bus company, inherited 
from the Southern Railway.—Eb., R.G.] 
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The Scrap Heap 


No CLass 

The suggestion that first-class seats in the 
trains should be abolished will be hotly 
opposed by third-class passengers, who 
are accustomed to seizing all the first-class 
seats and would have nowhere to sit. 
** Beachcomber” in the “ Daily Express.” 

* * * 


100 YEARS AGO 


From THe RAILway Times, July 1, 1848 


ONDON and NORTH-WESTERN 

4 RAILWAY.—The Public are requested to take 
notice that the following ACCELERATIONS and ALTERA- 
TIONS of TRAINS will take effect from and after ist July, 


1848 :— 
DOWN. 

The 8.10 a.m. train from Rugby to Stafford will be de. 
spatched at 6.5 a.m. 

M.... 6.15 a.m. train from London will call at the Nuneaton 
on. 

_ The 7.15 a.m. train from London will arrive at the sta- 
tions between Wolverton and Rugby a few minutes earlier 
than at present. 

The 9.0 a.m. express train will be accelerated. 

The 11.10 a.m. train will be despatched at 11.30 a.m. , 
arriving at the various stations later than at present. 

The 12.0 noon and the 12.30 p.m. trains will be united, 
and despatched at 12. ey 

The 2.30 p.m. train will be despatched at 2.15 p.m., stop 
at the intermediate stations, proceed to Stafford (vid Trent 
pe La and arrive at Birmingham ‘thirty minutes later than 
a nt. 

train will leave Tring for Aylesbury on the arrival of the 
10.30 a.m. train at Tring. 

The 3.0 p.m. train to yoy will be discontinued. 

The 3.45 p.m. train will be despatched at 3.30 p.m., and 
take passengers for Aylesbury, calling at Watford instead of 
the Boxmoor station. 

The 4.0 p.m. train will call at Boxmoor and Leighton, and 
cease calling at the Watford station. 

The 5.0 p= express train will be accelerated to Liverpool 
and Manchester. 

The express train leaving} Birmingham at 7.40 p.m. will 
be despatched at 7.25 p.m. 

The 5.30 p.m. train will call at the Brandon station. 

The train leaving Northampton at 8.0 a.m. will be accele- 
rated to Peterborough 15 minutes. 

The train leaving Northampton at 10.30 a.m. will be 
despatched at 10.25 a.m. and arrive at Peterborough at 
12.15 p.m, 

UP. 

The train now leaving Aylesbury at 10.45 a.m. will be 
despatched at 10.25 a.m. 

e times of arrival at the intermediate stations of the 
12.30 p.m. train from Birmingham, are slightly altered. 

The 8.45 a.m. train from Liverpool, and 9.0 a.m. from 

Manchester, will be despatched at 8.15 a.m. and 8.30 a.m. 





— 
he 2.45 p.m. train from Aylesbury will be despatched at 
1.45 p.m. 

A train will be despatched from Aylesbury at 3.5 p.m. and 
arrive in London at 5.0 p.m. 

The 5.0 p.m. express train from Liverpool, and 5.25 p.m. 
express train from Manchester, will be accelerated to 
London. 

The express train leaving Wolverhampton for London 
at 6.45 p.m. will be despatched at 6.40 p.m. 

Time bills, shewing particulars of the above alterations, 
may be had at any of the Company’s stations, on and 
the 97th inst. 

By order, 
MARK HUISH. 
General Manager’s Office, Euston Station, 
Jume 24, 1848. 
* * * 
LABELLING TRAINS 

On the economic side there is clearly a 
good deal to be said for the suggestion 
; that it is a waste of labour and 
materials to paint “ British Railways ” on 
all the rolling stock of which we are now 
the fortunate possessors. The objects of 
a label are to identify, to prevent confu- 
sion, and to facilitate recovery in case of 
loss, and it cannot be said that “ British 
Railways ” goes far towards achieving any 
of these. It does indeed establish the 
nationality of our popular and energetic 
trains, but our insular position reduces this 
service to a statement of the obvious. If 
somebody had taken the trouble to build 
a Channel Tunnel, so that at any moment 
the Trans-Siberian Express was liable to 
pop out of a large hole in east Kent, it 
would have been different... . 

The fact that “ B.R.” can stand for a 
number of other things does not come into 
it; the least worldly or the most absent- 
minded can hardly mistake a railway train 
for anything except, possibly, another rail- 
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way train, and even if other activities, like 
rat-catching or rugger or rhymes, came in 
their turn to be nationalised, the possi- 
bilities of confusion would be very slight. 
Che objection to B.R. is simply the objec- 
tion to all abbreviations, 3.W. and 
L.N.E.R. may appear to provide a hal- 
lowed precedent, but they were useful 
abbreviations, representing (like a.m. and 
p.m.) two different things between which 
it was often necessary to distinguish in 
speech and writing—From “ The Times.” 
* * * 
HEAVY PILFERING 

A man from Kentish Town appeared on 
remand at Clerkenwell, pleading guilty to 
a charge of stealing lead worth £5 from 
the roof of Euston Station. It was said 
by a detective that over 40 tons of lead 
had been stolen from the roof. The 
defendant was said to have posed as a 
railway workman and to have put a sack 
of lead, taken from the roof, into the 
guard’s van of a train to Willesden. He 
was placed on probation for a year. 
From the ‘‘ Evening Standard.” 


» a * 
THE NEw ERA 
It would appear that the need felt in 


some quarters for a break away from the 
conventional in steam locomotive design 
is fully appreciated overseas. New light on 
cylinder and driving wheel proportions is 
given in a newspaper cutting reaching us 
from our correspondent in Nigeria :— 

“The new engine No. 101. named the 
River Niger, has a weight of 84 tons when 
empty, 120 tons weight when in working 
order, 65 ft. 7 in. in length, two cylinders 
each 18 ft. diameter by 26 ft. stroke. The 
diameter of its coupled wheels being 4 in. 
and a water capacity of 4,000 gal. and 
capacity for 10 tons coal.” 


* * * 
NATIONALISATION THROUGH A REALIST’S 
EYES 


A correspondent has drawn our atten- 
tion to an article which appeared in a 
public school magazine in 1919, when 
nationalisation was among the proposals 
for the future organisation of the rail- 
ways. The contributor viewed the matter 
unprejudiced by the weight of sentimental 
advocacy of public ownership which has 
overwhelmed many well-meaning minds 
in recent years, and stated bluntly his 
opinion that the employees’ agitation for it 
was “solely to improve his own condition.” 
This, however, would not be improved in 
fact, for “the Government’s economic 
measures would entail the immediate dis- 
missal of several thousands of men, who 
would be superfluous for the Government’s 
economic scheme of running the railways. 
Further, railway work would become far 
less interesting even to the lowest classes of 
railway servants, since the rivalry with 
other railways, which gives a man an 
interest and a keenness in his work, would 
disappear.” 

These words were written, of course, in 
days when it was assumed that economy 
was the natural aim of governments, rather 
than the provision of amenities, not ex- 
cluding the organisation of greyhound races 
to entertain the mining industry. Regard 
was had, also, for the interests of the 
traveller, who was considered to be inter- 
ested first of all in the speed and frequency 
of trains. The author took the example 
of the G.W.R. and L.N.W.R. routes to 
Birmingham. making this forecast:— 

“ Lastly, the effect of nationalisation on 
railway travelling would be very far- 
reaching indeed. In the first place the dis- 
comfort would be greatly increased; the 
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Government would abolish, of course, all 
rivalry between different routes to the same 
place, which would have the effect of 
making the services distinctly slower. For 
example, there are two main routes from 
London to Birmingham, one belonging to 
the London & North Western Railway and 
the other to the Great Western Railway. 
Both railways compete to their utmost in 
order to gain the traffic, with the result 
that the L.N.W.R. provide (this of course 
refers to pre-war services) 13 non-stop 
trains daily between London and Birming- 
ham, all of which have an average speed 
of no less than 56 miles an hour; the Great 
Western Railway provides four non-stop 
trains to Birmingham, at an average speed 
of 55 miles an hour. Thus the traveller to 
Birmingham has the choice of two trains, 
both of which provide exceedingly fast 
corridor trains, and both of which do the 
journey in exactly two hours, and are very 
punctual. Moreover, owing to the number 
of trains, there is no particular crowding 
in them. 

* Nationalisation would change all that. 
The Birmingham service would be divided 
up between the Great Western and North 
Western trains, and there would be no such 
thing as trains running simultaneously on 
both routes. All the competition would 
be abolished, and the trains would be made 
far slower. Since everybody would have 
to travel, it would make no difference to 
the Government by which route most 
travellers went, as both routes would be- 
long to the Government. Further, in addi- 
tion to the trains being slow, they would 
be very crowded, owing to there being so 
few of them; and probably very unpunc- 
tual, as there would be no particular need 
for them to be punctual, in the absence of 
any rival train, and in the consequent 
absence of any esprit-de-corps among the 
railway servants.” 


* * * 
FUEL EXCHANGE , 
A coal-for-eggs exchange was de- 
scribed at Mold (Flintshire) on June 14. 


Goods trains would pull up at a house near 
the line at Star Crossing, between Mold 
and Denby, said the prosecution. The 
locomotive men would throw off lumps of 
coal, giving the signal by blowing the 
engine whistle. After the occupants had 
picked up the coal, parcels of eggs were 
handed over. An engine driver was 
bound over and his fireman was fined £3 
for stealing coal. The occupiers of the 
house were each fined £3.—From_ the 
“* Daily Mirror.” 
+ + * 


“ INTRODUCTION TO AUSTERITY” 
In Scotland many years ago, 
The Caley and N.B., 
Had engines painted blue and brown 
That were a joy to see. 


The Highland hogs were coloured green 
Well known in north so far, 

Green also was the colour of 

The G.N. of S.R. 


We've travelled many years since then, 
But still the railway steed, 

A lick of paint to brighten her 
Oft-times does badly need. 


So now we're using rainbow hues 
The customers to please, 

And help impress the visitors 
Who come from overseas. 


And when they’re in the dining car 
Consuming tough old stew, 
‘Twill help to keep them happy if 
The engine’s painted blue. 

R. M. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


INDIA & PAKISTAN 


Production of Wagons Increased 

With a view to relieving acute shortage 
of railway wagons, production has _ been 
stepped up. There has been considerable 
increase in the output of railway wagons 
by firms in India, including the Govern- 
ment workshop at Lilooah, during the last 
three months. During February, 390 
wagons were built, which was the best out- 
put so far. 


Increased Goods Traffic 

The mounting demands on rail trans- 
port in India, and how these are being 
met by advance planning by the Central 
Board of Transport, are reflected in the 
increased goods traffic of recent months as 
compared with that of the last quarter of 
1947. Despite the general disorganisation 
of the railway system in North India 
brought about by the exchange of thou- 
sands of railway staff, coupled with the 
movement of as many as 3 million refu- 
gees, representing the capacity of about 
1,000 passenger trains, the railways trans- 
ported 492,451 wagons of essential sup- 
plies in March, 1948, as against 369,694 
wagons last October. 


Grant for Refugee Employees 
The Central Committee of the Central 
Railway Refugee Relief Fund has author- 
ised local relief committees, set up on all 
Indian railways, to make an immediate 
grant of Rs. 100 to all refugee railway 
employees. 


Wagons Searched at Border 

While searching wagons at Amritsar 
awaiting transit to Pakistan, the Customs 
authorities found that a vehicle labelled 
“household goods” contained a gun, 750 
cartridges, a military motor-cycle, type- 
writers, a military radio receiver, cloth, and 
hosiery. 


RHODESIA 


African Staff Control 


Control and administration of African 
railway employees throughout Southern 
Rhodesia has been centralised in the 
African Affairs Department. This necessi- 
tated interviewing and  thumb-printing 
6,676 African employees. 


Closing of Matopos Branch 

The nine-mile Matopos branch line, 
which runs from Westacre into the Matopos 
hills, was closed on June 2, and the railway 
road motor services are running a service 
three times a week in place of the former 
once-weekly train service. This branch was 
constructed in accordance with the will of 
Cecil Rhodes, the cost being borne by the 
Rhodes Trustees. 


Projected Improvements at Bulawayo 


Considerable railway expansion at Bula- 
wayo and re-routing of approach lines to 
the city are visualised, and discussions have 
taken place between representatives of the 
railways, local oil companies, the munici- 
pality, and the Government. The approach 
lines from the south, north, and east are 
to be deviated with a view to eliminating 
the existing numerous level crossings, and 
also to facilitate an expected 50 per cent. 
increase in trains to and from the city. The 


scheme will provide twice the present mar- 
shalling yard accommodation, and will in- 
clude a new suburban station. 


Working Results 

Total earnings and net operating revenue 
for the month of February were £739,855 
and £134,156 respectively, representing in- 
creases of £113,139 in total earnings and 
£6,812 in net operating revenue compared 
with February, 1947. During March the 
receipts for general goods and livestock 
amounted to the record (approximate) 
figure of £336,224, and cargo handled at 
Beira totalled 165,615 tons, being the 
highest figure recorded since September, 
1937, when the total was 169,002 tons. 
Railway road motor service lorries achieved 
a record mileage of 112,767 miles in Feb- 
ruary. 


SOUTH AFRICA 


Railway Construction Policy 

For many years no new construction 
programme has been planned by the ad- 
ministration except where lines were cer- 
tain to pay, where they were guaranteed 
fully against loss by interested parties, or 
where they were required by the adminis- 
tration to ease traffic problems. The 
Minister of Transport. Mr. F. S. Water- 
son, announced in Parliament recently the 
relaxation of this policy, and said that a 
railway construction programme was now 
in preparation. 

Since the restricted policy has been in 
force, two important guaranteed lines have 
been built, namely, Oogies to Vandyks- 
drift (20 miles), and Henneman to Oden- 
dalsrust, to serve the new Orange Free 
State goldfields. The first of these lines 
cost £620,000, and the estimate for the 
second, not yet completed, is over 
£500,000. 

Other new lines are: Kensington (Cape) 
to Belville, estimated to cost £740.000; a 
four-mile line from New Canada to Pho- 
molong (Transvaal), estimated at £278,000; 
Rangeview to Natalspruit (14 miles), which 
will cost £388,000; Springs to Welgedacht 
(6 miles), which will cost £228,000; an 
avoiding line near Vereeniging, and one to 
the new marshalling yard there, the com- 
bined cost of which will be over £265,000; 
and the extension of the Booysens—Village 
Main line to Faraday Street, which was 
opened in June, 1945, and cost £306.000. 

Over the last few years much re-grading 
and re-routing of existing track has been 
done, and miles of track have been laid 
in new marshalling yards, sidings, and 
loops. 


Rolling Stock Position Improving 

The rolling stock position is expected to 
improve considerably this year. Three 
thousand wagons are due to be delivered 
from overseas, and another 3,000 are ex- 
pected from Union sources. The volume 
of goods handled in the past few years has 
grown steadily, and adequate supplies of 
wagons and engine power represent only 
part of the problem. The construction of 
new marshalling yards, and the training of 
staff to deal with a volume of goods traffic 
far in excess of all exvectations, are com- 
plementary requirements. 

This year the largest wagon orders in 
the history of the railways have been 
placed, the total number ordered being 
18,000. Overseas orders have been given 
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to manufacturers in the United Kingdom 
and Canada. The order placed in the 
United Kingdom is for 1,200 drop-side 
bogies, and the Canadian order covers a 
further 6,650 wagons. Delivery of the 
drop-side bogies from the United Kingdom 
was due to begin in June. Supplies from 
Canada were to begin arriving towards the 
end of that month. 


Locomotive Deliveries 

The locomotive position has improved 
substantially during recent months. Of 
the 100 Class “15F” main-line engines 
originally ordered, 68 have been placed in 
service, and a further 16 are being erected. 
All but one of the first consignment of 50 
Class “19D” branch-line locomotives are 
also in service. Orders have been placed 
for a further 150 branch-line locomotives, 
comprising 50 of Class “19D,” of which 
practically all will be delivered before the 
end of this year, and 100 of Class “24,” 
a new and lighter type of engine, delivery 
of which will begin immediately the Class 
“19D” order is completed. 


Additional Main-Line Stock 

It is proposed to add 1,000 new passen- 
ger coaches for main-line work, and a 
further 500 for suburban services. Orders 
for 95 of the main-line and 132 suburban 
saloons were placed in the United King- 
dom in 1945, but have not yet been de- 
livered. Railway workshops in the Union 
are now concentrating on electric trailers 
for suburban services. and 27 of these are 
in use. 

More electric locomotives will be re 
quired to carry out the policy of-extend- 
ing electrified routes, and of using only 
electric traction on the Central Witwaters- 
rand section. In addition to the 28 elec- 
tric units on order, of which 16 have 
been delivered, tenders have been invited 
for a further 40 units, together with four 
diesel and ten shunting units. The need 
for more electric motor coaches for sub- 
urban sections has led to tenders for 190 
of these vehicles being called for. 


PORTUGAL 


Lightweight Coaches for Portugal 

The first of 60 lightweight coaches 
ordered by the Portuguese Railways (see 
The Railway Gazette of May 14) from the 
Schindler Wagon Works, Switzerland, was 
delivered recently. It is a third class 
vehicle, weighing only 29 metric tons, and 
measuring 774 ft. long, 10 ft. 4 in. wide, 
and 12 ft. 34 in. high from rail level to top 
of roof. The livery is dark red below the 
window sills. and buff for the upper part. 
By designing the four-wheel bogies for 
running at speeds up to 744 miles an hour, 
the coach has been made suitable for in- 
corporation in fast trains, although it is 
intended for the Lisbon suburban lines, as 
are its companion vehicles, some of which 
will be second class. The coach has fold- 
ing doors at both sides of the end vesti- 
bules, and there is a central vestibule with 
two folding doors on each side. Each 
compartment has five large windows on 
both sides. 

To convey the coach from Pratteln to 
the Spanish frontier at Irtn, it was fitted 
with two standard-gauge four-wheel bogies, 
its own 5-ft. 6-in. gauge bogies, together 
with spare parts, have been loaded on two 
flat wagons, one of which was coupled at 
each end of the coach. The buffers at 
one end of each flat wagon were spaced 
to correspond with those on the coach, 
while the other pair was left at the normal 
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standard-gauge spacing. This arrangement 
enabled the group of three vehicles to be 
incorporated in goods trains when in transit 
through France. 


HOLLAND 


Proposed Central Station for 
Rotterdam 


One of the most important problems to 
be tackled in the town planning of Rotter- 
dam is the isolated position of the Maas 
Station. From this station, which occupies 
valuable riverside land, through passengers 
from the east have to find their own way 
to the other main-line stations. The only 
rail connection between the Maas Station 
and the remainder of the main-line system 
is a junction line which makes a long 
detour through the eastern, northern, and 
western suburbs, and incidentally im- 
pedes the orderly growth of the town. 
It is proposed, therefore, to abandon 
both the Maas Station and the junction 
line, and to bring the main line from Gouda 
into the city on an entirely new alignment 
further north. 

_ The new route will leave the existing 
line at Nieuwerkerk, and join the Amster- 
dam—Dordrecht main line to the west of 


Publications Received 


Southern Rambles for Londoners. By 
S. P. B. Mais. London: British Railways, 
Southern Region, Waterloo Station, S.E.1. 
5} in. x 4} in. 221 pp. Illustrated. Limp 
cloth. Price 1s. 6d—Since the author 
wrote the last edition of “Southern 
Rambles,” the countryside he deals with 
has been subjected to a number of changes. 
Land has been requisitioned and despoiled, 
footpaths barricaded, and housing sprawl 
has increased, but all these facts con- 
sidered, the Londoner can still find within 
easy distance of his home, a countryside 
unparalleled in beauty and diversity and 
teeming with both human and natural in- 
terest. To this heritage Mr. Mais’ book 
is a most capable guide and will be especi- 
ally attractive to the walker of modest 
energy. who finds maximum satisfaction in 
the enjoyment of the country atmosphere. 
The map showing the way in which walks 
interconnect east of Guildford and west of 
Dorking should prove valuable in provid- 
ing an easy means for adapting the walks 
to individual requirements. 


A Pocket Book for Mechanical Engi- 
neers, By David Allan Low. Edited by 
Bevis Brunel Low. London: Longmans, 
Green & Co. Ltd., 6-7, Clifford Street, 
W.1. 6 in. x 4 in. x 13 in. 778 pp. 
Price 15s.—This is one of the most valu- 
able of all mechanical-engineering pocket 
books, and 1948 marks its jubilee. The 
present work is a new edition, and in- 
cludes several modifications to the revised 
1943 edition, when the last changes were 
made, The sections on chains. slings, and 
crane hooks have been revised, together 
with those on Manila and wire ropes. 
Other major changes occur in the pages 
covering screw threads and pipes and pipe- 
joints, and the steam tables have been re- 
vised. To our readers, however, the most 
welcome change is in the section dealing 
with locomotives. This important part of 
the book has been rewritten and now in- 
corporates all the most up-to-date features 
of locomotive design. Credit is due to the 
author of this section, Mr. W. J. Reynolds, 
for the ability with which he has man- 
aged to condense such a mass of informa- 
tion into 19 small pages. Comparison of 
these concise notes on typical features and 
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Beurs. Here a new Central Station will be 
built, with wide boulevards connecting the 
station with all parts of the town. In 
addition to the direct interchange facilities 
between the various main lines at the pro- 
posed Central Station, there will be an 
exchange of traffic with the South Holland 
Electric railway, which connects Rotterdam 
with The Hague and Scheveningen. 

In connection with this scheme, it is in- 
tended also to reconstruct the city section 
of the Amsterdam-Dordrecht main line be- 
tween Schiedam Junction, in the north- 
west, and the south-eastern suburb of 
Feijenoord. It is proposed to provide the 
line from the Hook of Holland, which joins 
the Amsterdam—Dordrecht line at Schie- 
dam, with a separate pair of tracks all the 
way across the town to Feijenoord and 
Rotterdam South, and to use these addi- 
tional tracks to carry the considerable local 
and suburban traffic which is expected to 
develop in Greater Rotterdam. 

There will also be considerable new 
works for goods traffic. At Hillegersberg, 
where the proposed new approach route 
from the east enters the built-up area, it is 
intended to construct a large goods station, 
which will deal with wagon-load traffic 
from and to the whole of East Rotterdam. 
The station will be connected with the line 


characteristics of modern locomotives with 
the corresponding pages of the older 
editions of this book, gives a fairly com- 
prehensive: answer to those who maintain 
that there has been no noticeable develop- 
ment in locomotive design for many years 
past. 


The British Engineers’ Association Hand- 
book.—With 364 pages of advertisements 
on art paper, this classified handbook for 
1947-48 of association members and their 
manufactures forms as comprehensive a 
catalogue to the British engineering indus- 
try as the buyer is likely to find. Its 
usefulness is augmented by an index list- 
ing members, with their own and overseas 
agents’ addresses; their specialities are also 
given, both under these entries and in a 
further index classified according to pro- 
ducts. The association is evidently well 
prepared for the struggle for markets and 
offers a comprehensive service to overseas 
buyers, who are invited to submit inquiries 
for analysis, sub-division, and distribution 
to members able to handle them. Inquiries 
are invited in foreign languages, which 
the association offers to translate into cor- 
rect, technical English before distribution. 


Vulcan Locomotives. Published by the 


Vulcan Foundry Limited, Newton-le- 
Willows, Lancs. 94 pp. One folding plate 
and 1 folding table. 114 in. x 84 in— 


The publisher has brought together an in- 
teresting collection of various types of 
locomotive built by the Vulcan Foundry 
Limited and now in service in Europe, 
Asia, Africa, and South America. It is 
prefaced by a brief history of the com- 
pany, and an illustrated description of the 
works. The principal types of locomotive 
produced by the firm for various parts of 
the world are illustrated; a few leading 
dimensions are given and there are concise 
paragraphs explaining the most noteworthy 
points of each type. For a more compre- 
hensive list of dimensions, the reader is 
referred to the excellent folding table at 
the end of the book. This commendable 
arrangement does not overburden the non- 
technical reader with a host of figures in 
the text; yet it enables very complete com- 
parative dimensions to be included in a 
minimum of space. There is a description 
of the 2-8-0 “ Liberation ” locomotives, the 


July 2, 1948 


of the South Holland Electric Railway by 
a short junction line, which will be the 
only remaining section of the present junc- 
tion railway. “Smalls” traffic destined 
for areas on the right bank of the Maas 
will be concentrated at a comparatively 
small but efficiently organised goods station 
in a central position. This station will 
be supplemented by a parcels office in the 
heart of the business centre. 


U.S.S.R. 


New Stock for Moscow Metro 


According to a report from Moscow. 
the fleet of motor coaches for the Moscow 
underground railway is to be expanded in 
the near future in view of the approaching 
completion of extensions aggregating 12 
miles (see The Railway Gazette of Febru- 
ary 13). The first batch of the new 
coaches was delivered by the Mitishtchin- 
ski Works early in April and is now under- 
going trial runs. Differing from the 
vehicles introduced so far on the Moscow 
Underground, the bodies of the new 
coaches have slightly concave sides, which 
are similar to those of the London Under- 
ground, and give the impression of greater 
roominess. 


design and building of which constituted 
an achievement of which the firm can 

proud; and a folding plate, unencumbered 
by unnecessary details, lettering, or dimen- 
sions, conveys a wealth of information 
about this general-purpose machine. The 
publication, which concludes with an illus- 
trated note on the shipment of locomotives, 
is a noteworthy production, the quality of 
the paper enabling full justice to be done 
to the numerous photographic illustrations. 


The Hull & Barnsley Railway. By G. D. 
Parkes. South Godstone, Surrey: The 
Oakwood Press, Tanglewood. 4 in. x 
5 in. 25 pp. Illustrated. Paper covers. 
Price 4s.—This is the secend edition of a 
valuable little book by Dr. Parkes, which 
originated in a paper delivered before the 
Oxford University Railway Society in 
1936, and was expanded into booklet form 
ten years later. Various amendments in 
detail are made in this edition, and five 
new illustrations have been added. 


A Handbook of First Aid & Bandaging. 
By Arthur D. Belilios, Desmond K. Mul- 
vany, and Katharine F. Armstrong. 3rd 
Edition. London: Bailli¢re, Tindall & Cox, 
7 & 8, Henrietta Street, W.C.2. 6} in. x 
41 in. x lin. 512 pp. Illustrated. Price 
5s.—It is the duty of every industrial 
undertaking to see that a representative 
number of its employees have an ade- 
quate knowledge of first aid, as quick 
application after an accident will often 
save a life as well as valuable man-hours. 
Members of all grades of railwaymen 
have for many years taken a keen interest 
in first aid, and we have often published 
notes and pictures of competitions, and 
given cases of the practical uses to which 
the men have been able to apply their 
knowledge in accidents. We know of no 
better work giving a complete training in 
first aid, that can be as readily understood 
by the beginner as by the advanced student, 
as this handbook. With the third edition 
the chapter on chemical warfare has been 
deleted, and certain alterations and addi- 
tions have been made; two chapters on the 
transport of the sick and injured have 
again been contributed by Mr. Charles W. 
Hipkins, instructor in first aid to the 
former Great Western Railway. 
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THE RAILWAY GAZETTE 


Narrow-Gauge Tank Engines for India 


Specially designed to meet local conditions 





A BATCH of 2-6-4 tank locomotives 
now being delivered to India from 
the Jack Lane works of the Hunslet Engine 
Co. Ltd., Leeds, provides a tractive effort 
per locomotive of 10,500 lb. on an axle 
load of only 7 tons in the 2 ft. 6 in. gauge, 
but at the same time provides capacities 
for speed up to the maximum that can be 
obtained with light rails on so narrow a 
gauge. 
Built to the inspection of Messrs, T. 
Bernard Hall & Jones for the Shahdara- 


Saharanpur Light Railway, Delhi, these 
locomotives have non-superheater boilers 
3 ft. 6 in. dia., with Belpaire firebox and 
inner box of copper, and containing 115 
brass tubes 13 in. outside dia. and 
9 ft. 74 in. long. The tubes give an 
evaporative surface of 506 sq. ft. and a 
working pressure 160 lb. per sq. in. 

The boiler is constructed to conform 
with the Indian boiler laws and is lagged 
with Limpet asbestos mattresses. Com- 
prehensive washout and inspection facilities 
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are provided to counter bad water condi- 


tions, and these comprise seven mud- 
plugs in the smokebox tubeplate, six in 
the upper part of the firebox back, four 
mud doors near foundation ring level, and 
six washout plugs and mud-plugs in other 
parts of the boiler. Fittings include two 
2-in. Ross safety valves and two Gresham 
No. 6 injectors. 

Leading dimensions of the locomotive 
are given on the accompanying diagram. 
The cylinders are set at 6 ft. transverse 
centres, and the flatside valves are actu- 
ated by a Walschaerts gear, for which good 
proportions could be chosen because of 
the drive on to the rear coupled wheels 
which permitted ample lengths for the 
eccentric rod, 4 ft. 14 in., and radius rod, 
2 ft. 83 in. Screw reverse is fitted on the 
right-hand side. 

Cast iron has been used for all wheel 
centres, and also—in conjunction with 
gunmetal bearings—for the axleboxes. 
Main journals are 4} in. dia. by 74 in. 
long. The main frames are of }2-in. plate 
spaced 3 ft. 11} in. apart. Laminated 
springs are used throughout, and the three 
coupled wheel-springs on each side are 
compensated in one group. 

Power braking is from an 8-in. dia. 
cylinder through rigging giving 0-0977 tons 
per Ib. pressure in the cylinder and operat- 
ing blocks on the coupled wheels only. 
Axlebox lubrication is from an 8-feed 
Wakefield mechanical lubricator on top of 
the side tank and driven through rods from 
the foot of one of the expansion links. 
Electric lighting is provided from a turbo- 
generator set. 
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Diagram showing principal weights and dimensions of the locomotive 


BRITISH STANDARD FOR CALIBRATION OF 
CARBURETTOR JETS.—The second revision 
of B.S.720, Calibration of Carburettor 
Jets, has been published by the British Stan- 
dards Institution. Originally prepared to 
cover carburettor jets for aircraft and 
motorcar engines, the standard now applies 
to jets for all types of engines. Copies may 
be obtained from the Sales Department, 
British Standards Institution, 24, Victoria 
Street, London, S.W.1, price 3s. each, post 
free. 


THE MODEL ENGINEER EXHIBITION.—A 
variety of tastes in model engineering will 
be catered for at the Model Engineer Ex- 
hibition, which is being held at the New 
Royal Horticultural Hall, Westminster, be- 





tween August 18 and 28. The exhibition 
will be open from 11 a.m. to 9 p.m. and 
will include a circular track, a railway 
operated by steam locomotives, workshops 
and test benches, and displays of jet-pro- 
pelled models. As in former years, mem- 
bers of the trade will show their develop- 
ments in models and equipment. 


CONTROL OF IRON & STEEL (NO. 64) 
OrpDER.—The Minister of Supply has made 
the Control of Iron & Steel (No. 64) Order 
which came into operation on June 21, 
1948. The Order increases the maximum 
price of pig iron (other than common 
foundry iron) and finished steel. The pur- 
pose is to give effect to an offer by the 
British Iron & Steel Federation, in relation 


to the special appeal to industry in respect 
of prices made by the Chaneellor of the 
Exchequer, to absorb part of the abnor- 
mally high freight cost on imported ore 
previously paid from public funds, a con- 
tribution amounting to about £2,250,000 a 
year. This arrangement involves no in- 
creases in the price of finished steel. 
Copies of the Order (S.I. No. 1289) may be 
obtained from H.M. Stationery Office, 
Kingsway. W.C.2, or through any book- 
seller, price 1d. 


CoaL UTILISATION JOINT CounciL.—The 
offices of the Coal Utilisation Joint 
Council are now at 13, Grosvenor Gar- 
dens, London, S.W.1 (telephone: Victoria 
1534). 
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THE RAILWAY GAZETTE 


Recent Rolling Stock Developments on the G.I.P.R.—1 


Describing methods : (a) of rejuvenating condemned wagon 


axle journals by shrinking cast-iron sleeves on to them, and 
(b) of substituting radius arms for axleguards on wagons 


By C. W. Clarke, M Inst.C.E., M.I.Mech.E., M.I.Loco.E., 


Chief Mechanical Engineer, G.I.P.R. 


yy HE 16-ton axle used on broad-gauge 

wagons of the Indian railways has a 
journal 10 in. by 5 in. dia. when new, and 
is condemned when the journal wears to 
10; in. by 44 in. dia., the maximum wear 
permissible being } in. on the inner journal 
collar and ;% in. on the outer journal collar. 


to bring the collar back to size, but no 
welding is permitted on the journal, nor the 
inner collar. The life of a wagon axle is 
approximately 500,000 miles, and the axle 
invariably is condemned due to wear on the 
journal long before the fatigue range is 
reached. 





Welding is permissible on the outer collar As an experimental measure, the Great 
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Indian Peninsula State Railway fitted four 
wagons with pressed-on sleeves made of 
high-duty cast iron (B.S. 786 grade 3) 
metal as shown on the drawing repro- 
duced. The wagons selected were I.RS. 
four-wheel covered wagons. Each wagon 
was fitted with standard journals on one 
axle and sleeved journals on the other axle 
for comparative purposes. The wagons 
have been in service for over a year, 
carrying the heavy sand-traffic between 
Mumbra and Bombay, and intentionally 
have been routed over the hump yard at 
Kalyan. Measurements of wear taken at 
three-monthly intervals have indicated 
results slightly in favour of the sleeved 
journals. 

Special tools the 


were supplied to 
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carriage and wagon maintenance staff for 
pressing-on and extracting the high-duty 
cast-iron sleeves when they wear to con- 
demning limits. The experiment is to be 
extended and, if successful, will increase 
the life of wagon axles considerably. 


Radius Arms to Eliminate Axleguards 
on Wagons 

An investigation conducted on this rail- 
way also showed that, in wagon sick sid- 
ings, nearly 50 per cent. of the man-hours 
required for repairs was absorbed in atten- 
tion to axleguards and horncheek liners 
of axleboxes. Accordingly, about a year 
go, a standard J.R.S. four-wheel covered 
wagon was converted to the arrangement 
shown on the drawing reproduced, which 
eliminates the necessity for axleguards by 
using radius arms instead. As the modifi- 
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cation constituted a major departure from 

the normal design, svecial sanction had to 
be obtained from the Government Inspec- 
tor of Railways for the trial to be con- 
ducted. 

The wagon fitted with the experimental 
radius arms has also been used for carry- 
ing heavy sand-traffic between Mumbra 
and Bombay, including routing over the 
Kalyan hump yard. In October, 1946, it 
was involved in a collision, and although 
the headstock at one end was badly 
damaged, the radius arms stood up to the 
impact without any signs of damage. 

This wagon is approximately 1 cwt. 
heavier than a similar type of wagon fitted 
with axleguards, but this trifling additional 
weight is considered justified as the man- 
hours required for repairs in sick sidings 
are reduced appreciably. 
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Measurements of wear taken at three- 
monthly intervals have indicated negligible 
wear on the axis pins, and reduced wear on 
the journals and brasses. The axis pins 
have two pockets which are packed with 
soft grease before assembly, and also each 
time the wagon passes through shops for 
periodical overhauls. 

As a result, the Railway Board has 
ordered the experiment to be extended to 
two wagons each on the G.LP., B.B.C.L, 
and S.I. railways, and the results are to be 
reported at the next meeting of the Carriage 
& Wagon Standards Committee. 

Both these and the wagons fitted with 
journa! sleeves were worked from Bombay 
to New Delhi and back, attached to the 
down and up fast parcel expresses; at Delhi 
they were examined by the Central Stan- 
dards Office. 








Pre-Stretching Escalator Handrails 


To assist in pending replacements of escalator handrails, London Transport 
has constructed a machine for quicker and more effective pre-stretching 


H ANDRAILS in use on London Trans- 

port escalators are composed of 
several plies of cotton duck, which are 
bound and held in shape by rubber, and 
are vulcanised in the usual way. The 
handrail is driven by cast-iron wheels 
bearing on the underside of the rail, which 
is not rubberised and is held in tension 
by stretcher gear. When first fitted, a 
handrail stretches by 3 to 4 ver cent. and 
so that adjustments in service may be 
avoided, the practice has been to pre- 
stretch handrails. In the past, stretching 
was carried out while the handrail lay in 
wooden troughs, though recently a quicker 
and more effective method has been neces- 
sitated by the considerable amount of 
handrail falling due for replacement in the 
near future. 


As a result, it was decided to construct 
a machine to simulate working conditions 
and with accommodation for four 120-ft. 
lengths of handrail. From the first of the 
accompanying illustrations, which shows 
the driving motor and driving sheaves for 
the four lengths of handrail, it will be 
seen that the machine is arranged for three 
narrow rails for short rise escalators, and 
one wide for the high rise machines. 
From the sheaves, the handrails pass along 
the guide rails to the rear of the machine, 
over weight-tensioned idler sheaves, and 
thence to the driving end. The tension 
weights are shown in the second illustra- 
tion, as well as the idler sheaves, which 
are carried on a small four-wheel bogie. — 

In this way, new lengths of handrail 
both are pre-stretched and run in so that 


initial stiffness is removed before they are 
fitted to a service machine. 

As far as possible, the machine has been 
constructed from second-hand material, an 
example being the handrail guide tracks, 
which previously had been removed from 
escalators as being too worn for passenger 
service. The framework has been made 
from steel sections used as escalator trailer 
wheel return-tracks, which had _ been 
removed because of wear, and the motor 
and gear were recovered from a_ war- 
destroyed office lift. 





ASSOCIATED LEAD MANUFACTURERS’ LON- 
DON OFFiceE.—The London Sales Office 
(transport, invoicing, accounts and general 
departments) of Associated Lead Manu- 
facturers Limited is now at Ibex House, 
Minories, E.C.3 (telephone: Royal 4525). 
The Purchasing and Solder & Alloys Sales 
Offices remain at 14, Finsbury Circus, 
London, E.C.2. 





Drivi:g sheaves for four lengihs of handrail 


The tension weights and idler sheaves 
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Restoration of War Damage at Elephant & Castle 
Station, Southern Region 


Reconstruction and improvement of heavily-bombed London suburban station 


A CONSIDERABLE proportion of the 

Southern Region electric services to 
the North- and Mid-Kent suburbs, and 
those to West Croydon via Wimbledon, 
pass through Elephant & Castle Station, 
between Blackfriars and Loughborough 
Junction. The station was opened in 1862, 
and is situated on two brick arch viaducts. 
There are four lines through the station. 
The up and down local lines are on the 


The concrete decking of the reconstructed island 
platform nearing completion 


western viaduct, and the up and down 
main lines are on the eastern viaduct. 
Before the war, the island platform be- 
tween the down local and up main lines 
was a wooden structure, bridging the gap 
between the two viaducts, but the up local 
platform consisted of a concrete deck and 
parapet, built up outside the arches on a 
steel framework. The arches are extended 
below the centre section of the down main 
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platform, to provide booking and other 
Offices, and the outer ends of this plat- 
form consist of a concrete and steel struc- 
ture cantilevered out from the arches over 
the roadway, with additional support in 
the form of a concrete-encased column at 
the London end. 

On April 16, 1941, the station was struck 
by a_ high-explosive bomb, and other 
bombs fell nearby. Incendiary bombs fol- 
lowed in May. The damage caused by 
these two attacks was extensive. The 
station buildings were burnt out, and 
almost completely destroyed; a consider- 
able length of the centre portion of the 
up local platform, and the stairs from 





Detail of the island platform showing the concrete- 
cased joists and the central supporting girder 








July 2, 1948 THE RAILWAY GAZETTE 


Restoration of War Damage at Elephant & Castle 
Station, Southern Region 


‘ eee 
Wreckage of the station roof obstructing the platforms and the up and down main lines 


tart 


View through the arches, showing the damage to the viaduct, May, 1941 
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street level, were destroyed; and the tim- 
ber superstructure of the island platform 
was burnt out completely. The roofing. 
which extended over the down main and 
island platforms, and the canopy on the 
up local platform were almost completely 
destroyed. A hole 25 ft. wide was blown 
through the rings of one brick arch, and 
the interiors of ten arches, including those 
used as booking offices, were burnt out, 
and the soffits of the arches badly scaled. 

Shortly after the damage cccurred, te n- 
porary remedial measures were carried 
out, and the uv and down main-line plat- 
forms were partly restored. An arch at 
the London end of the station, from which 
the platforms could be reached, was 
equipped as a temporary booking office. 
The up and down local platforms re- 
mained out of use until October, 1946, 
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when the restoration of the peak hour 
services between Holborn Viaduct and 
Dartford necessitated their use. The down 
local platform was reinstated temporarily 
with a timber decking supported by tubular 
steel scaffolding. 

Work on the permanent reconstruction 
of the up local platform started in May, 
1946, and was completed in time for the 
restoration of the peak hour service, ex- 
cept for the replacement of the staircase 
and platform roofing. In March, 1948, 
work was started on the reconstruction of 
the island platform station buildings, the 
roof, and the original booking office. 

The timber decking of the island plat- 
form is being revlaced in concrete, and the 
space between the viaducts spanned by 
concrete-cased rolled-steel joists. In the 
wide centre vortion, these beams are sup- 
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ported intermediately on a steel trestle, 
with columns at 30 to 50 ft. centres. The 
beams are cased in concrete at Bricklayers 
Arms, and complete units, weighing ap- 
proximately 24 tons, are brought to the 
site by rail, and laid in with a 10-ton steam 
crane, during week-end possessions. The 
decking consists of reinforced concrete 
slabs, precast at the Southern Region Con- 
crete Devot, at Exmouth Junction. These 
slabs are 5 ft. long, 1 ft. wide, and 4 in. 
thick, and weigh about 2 cwt. An asphalt 
surface will be avplied subsequently. 

Steelwork is in process of erection for 
the new roofing, which will extend for 
120 ft. on the island and up side platforms, 
and 157 ft. on the down side platform. 
In the booking office, new equipment, 
which includes a passimeter, is being 
provided. 





Railway Development in Iraq 


A programme of railway extensions, bridge building, 
and improvement of terminal facilities at Baghdad 
is being put in hand by the Iraqi State Railways 


A SCHEDULE of railway works forming 

part of the Iraqi five-year plan, 
which lately has been modified due to 
financial difficulties and an_ estimated 
budget deficit, is reported by Reuters 
from Baghdad. The Iraqi State Railways 
will begin work on development schemes 
as soon as building materials, locomotives, 
and rolling stock arrive. 

The extension of the metre-gauge Bagh- 
dad—Kirkuk line to Erbil (the earthworks 
of which are reported to have been com- 
pleted) is expected to be in service by the 
end of the year. This line is scheduled 
eventually to make an alternative route to 





Mosul, where it will join the standard- 
gauge line from Baghdad to Haidar Pacha 
(see map in our issue for June 1, 1945). 

An extension of the Baghdad—Kut-El- 
Amara metre-gauge line to Amara is 
scheduled to be finished within the next 
twelve months. This development will 
bring the line more than half way to 
Basra, at the head of the Persian Gulf, 
which is connected already to Baghdad, 
however, by a metre-gauge line via Hillah, 
Samawah, and Nasiriyah. 

A bridge to span the River Tigris is now 
being built by a British contractor with 
Iraqi labour under the supervision of 
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Work in progress on the erection of the road and rail bridge 
across the Tigris at Baghdad 


British engineers at Baghdad. This bridge, 
which will supgsede a wagon ferry, will 
carry a metre-gauge line and an 18-ft. road. 
It will prove a valuable link between the 
rail system of the west bank and the 
Kirkuk; oilfield. 

The northwards extension to Erbil will 
involve construction of a bridge over the 
Little Zab River, a tributary of the Tigris. 
A bridge over the Great Zab River will 
be required when the connection with 
Mosul is made. A new bridge over the 
Euphrates also is reported to be planned. 

The Director-General of the Iraqi State 
Railways is reported to have stated that 
two other major works, Baghdad Station 
and the railway hotel, will be completed at 
an estimated cost of £1,500,000 within the 
next two years. 

The five-year plan also provides for the 
building of roads, hospitals, radio stations, 
telephone exchanges, and schools, and for 
the continuation of work on: irrigation 
schemes. The airport at Baghdad is to be 
replaced by a new airport costing more 
than two million pounds, able to cater 
for the largest aircraft, which will be one 
of the largest of its kind in the world. 
British engineers are now at work on the 
project, but it is expected that three years 
will elapse before completion. 


UNITED STATES LINES EUROPEAN HEAD 
OFFICE.—The new European head office of 
the United States Lines, situated at 50, Pall 
Mall, London, S.W.1, was officially opened 
recently, in the presence of a large number 
of guests of the company. The bui'ding, 
which formerly housed the London office 
of the Guaranty Trust Company of New 
York, has been altered to suit the require- 
ments of the United States Lines, which 
occupy its basement, ground floor and 
mezzanine. 


U.S. RAILWAY EQUIPMENT FOR POLAND.— 
Reuters reports that on June 25 the United 
States Department of Commerce author- 
ised the export of $12,000.000 worth of 
railway equipment to Poland to speed up 
deliveries of coal from that country to 
Marshall Plan beneficiary nations. Ship- 
ment of this equipment has been delayed 
since the beginning of March, when the 
department banned the export of industrial 
equipment to countries within the Soviet 
bloc. Purchase of the equipment has been 
financed by a United States loan to Poland 
granted last year through the Export- 
Import Bank. Items authorised include 
locomotive parts, permanent way material, 
and bridges and repair equipment. 
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The ‘* Flying Scotsman” Buffet Lounge Cars 


Two vehicles have been built at Doncaster for the service 
of light refreshments on the non-stop “* Flying Scotsman” 





WHEN the “Flying Scotsman” non- 
stop service between Kings Cross and 
Edinburgh was resumed on May 31, among 
the various amenities offered by the train 
was a buffet lounge car for the service of 
light refreshments. These new vehicles, 
two of which have been designed and built 
at Doncaster, supplement the catering faci- 
lities provided in the restaurant cars, in 
which table d’héte and a la carte meals are 
served. 
Each car weighs 41 tons 16 cwt. and has 


a steel-panelled body, 63 ft. long and 8 ft. 
114 in. wide; the steel underframe is 61 ft. 
6 in. in length and distance between bogie 
centres is 43 ft. 6 in. Pullman vestibules 
and buckeye couplers are fitted and the 
vehicles are equipped with the vacuum 
brake. 

A buffet compartment with a bar counter 
and display case, is adjoined by a lounge to 
seat eight persons. The pantry, which is 
provided for the preparation of light re- 
freshments, is all-electric and among its fit- 
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tings are a coffee machine, ice-cream 
cabinet, refrigerator and automatic toaster. 
Special mahogany veneered panels have 
been ‘used for the interior walls, lounge seat 
ends, tops of seat backs and tables, and the 
counter front. Decorative strips on the 
bottle rack and shelves behind the counter, 
as well as the lounge table edges, are of 
gold in anodised aluminium; other metal 
fittings are chromium plated. 


The Lounge 


Seats and tables in the lounge have been 
designed to give easy access and, at the 
same time, offer a high degree of comfort. 
The curtains have been made to match 
the upholstery, which is of special russet 
moquette. Lounge and buffet floors are 
covered with two shades of brown, Gesco 
cork tiles, and the pantry floor is of 
Decolite covered by oak gratings. 

A facade which runs along the roof for 
the full length of the bar counter is a new 
feature and behind it are semi-concealed 
electric lights. Light fittings in the lounge 
are of a special design and they incor- 
porate grids through which exhaust air is 
extracted. 

Both vehicles are fitted with Stone’s 
pressure heating and ventilation, and to re- 
duce condensation and noise, double glass 
windows are fitted. A perpetuation of the 
former L.N.E.R. coaching stock livery is 
seen in the exterior of this new vehicle. 
which is painted, grained, and varnished 
in teak. (See also page 18.) 
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U.S. SLEEPER Exports TO EUROPE.— 
According to a statement by the Forest 
Products Branch of the U.S. Office of 
International Trade, quoted by Reuters, 
total exports of railway sleepers to coun- 
tries particivating in the Euronean Re- 
covery Programme are not exvected to 
exceed an average of 24} million annually 
during the 4-year programme. The nations 
included in E.R.P., however, have esti- 
mated they will need to import about 
51,000,000 railway ties from all non- 
participating sources during the entire 
4-year period, The Forest Products 
Branch stresses that the 51,000.000 sleepers 
will not be imported solely from the 





U.S.A., but that the figure set is the total 
which the particinants hope to get from 
all sources to supplement their own vro- 
duction. Total requirements of the co- 
operating European nations have been 
Officially set at 123,000,000 sleepers during 
1948-1951 inclusive. Of this total, the 
participating countries expect to be able 
to produce about 72,000,000. Definite 
official estimates of shioments from the 
U.S.A. have been made only in the case of 
hardwood sleepers. The countries will seek 
to obtain in the U.S.A. one million hard- 
wood sleepers in 1948; the same number 
in 1949 and again in 1950; and 870,000 in 
1951, representing a total of 3,870,000 


hardwood sleepers during the whole four- 
year period. 


U.S.. APPLICATION FOR HIGHER MAIL 
Rates.—The United States railways have 
asked the Interstate Commerce Commission 
for a further increase in mail rates. The 
increases sought would raise such rates 65 
per cent. above those in effect a year ago. 
An anolication for a 40 per cent. increase 
was filed on February 19, 1947, and the 
L.C.C. granted a temporary increase of 
25 wer cent. while the case is being con- 
sidered. The request for another 25 per 
cent. above last year’s apolication is in 
order to offset higher operating costs. 
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The pantry in which light refreshments are prepared 


Interior of buffet compariment, looking towards the lounge 
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RAILWAY 


PERSONAL 


Lt.-General Sir Clarence Bird has been 
.ppointed Chairman of the statutory board 
of the Rhodesia Railways. 

Mr. G. K. Wood, A.M.I.Mech.E., who, 
as recorded in our June 25 issue, has been 
appointed Chief Mechanical Engineer, 
Sudan Railways, became a pupil of Sir 
Nigel Gres'ey in 1923, and served for three 
years in the Doncaster works of the 
L.N.E.R., and for a short time in the Dar- 
lington locomotive works. On completion 
of his pupilage Mr. Wood obtained a year’s 
running shed experience, and then served 
first as Technical Assistant to the Locomo- 
tive Running Superintendent, and later as 
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Lord Portal (lately Chairman of the 
Great Western Railway Company) has re- 
joined the board of International Combus- 
tion Limited. 





Sir Alexander Roger, Lord Harlech and 
Sir H. Cassie Holden have been appointed 
Deputy-Chairmen of the Midland Bank 
Limited. 

Mr. A. G. Smith, Electrical Engineer 
(London), Eastern Region, British Rail- 
ways, retired on June 23. 

Mr. M. G. Maycock, Assistant Civil En- 
gineer. Scottish Region, British Railways, 
Edinburgh. has been apvointed District 
Engineer, Eastern Region, Kings Cross. 
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NEWS SECTION 


Mr. W. A. Mather, President of the 
Canadian Pacific Railway Company, has 
been elected a Director of the Minneapolis, 
St. Paul & Sault Ste. Marie Railroad 
Company. 





Mr. T. P. Strafford, District Operating 
Manager, Crewe, London Midland Region, 
British Railways, who, as recorded in our 
June 11 issue, has been appointed District 
Traffic Superintendent, Carlisle, joined the 
L.N.W.R. in 1919 as a probationer. After 
experience in the Commercial and Operat- 
ing Departments at numerous stations, in 
the District Goods Manager’s Office, Broad 
Street, and the District Superintendent’s 
Offices, Euston and Manchester (Ex- 
change), he was transferred, at the time 





Mr. G. K. Wood 


Appointed Chief Mechanical Engineer, 
Sudan Railways 


Works Assistant, Faverdale Wagon Works, 
Darlington. He was appointed District 
Locomotive Superintendent, Sudan _ Rail- 
ways, in 1929, and served as such in vari- 
ous districts, and as Technical Assistant 
to the Locomotive Running Superinten- 
dent, until promoted Locomotive Running 
Superintendent in 1942. Since 1946 he has 
been Works Manager (Locomotive, Car- 
riage & Wagon). 

Mr. N. H. Gibbins, Locomotive Running 
Superintendent, Sudan Railways, has been 
appointed Assistant Chief Mechanical En- 
gineer, to succeed Mr. R. L. D. Maunsell, 
who, as recently announced, is retiring. 





Lt.-Co'onel G. W. P. Dawes, who has 
been District Secretary at Nottingham of 
the Federation of British Industries for 
nineteen years, has retired. He is suc- 
ceeded by Mr. K. J. Webb, who, on leav- 
ing the Navy in 1947, was appointed Assis- 
tant Secretary in the Cambridge Office of 
the F.B.1. 





Among those recently elected Members 
of the Institute of Transport are Mr. 
A. F. R. Carling, General Manager, South- 
down Motor Services Limited; Khan 
Bahadur Nizamuddin. General Manager, 
Nizam’s State Railway; and Mr. F. W. 
Sellwood, Traffic Manager, Southdown 
Motor Services Limited. 


Mr. R. W. Kemp 


Appointed Assistant Accountant, Southern 
egion, British Railways 


Mr. Reginald William Kemp, who, as 
recorded in our June 25 issue, has been 
appointed Assistant Accountant, Southern 
Region, British Railways, joined the Isle of 
Wight Central Railway in 1912. With the 
exception of service with the Forces during 
the 1914-18 war, he has svent the whole of 
his career in the Accountant’s Depart- 
ment. He moved to London in 1923 on 
the absorption of his company by the 
Southern Railway. During the recent war 
he undertook secretarial duties for a sub- 
committee of the Accountants’ Committee 
dealing with expenditure inatters arising 
out of the Railway Control Agreement. 
In 1943 he was appointed Assistant Book- 
keeper, later in that year a Special Assis- 
tant to the Accountant, and in April, 1946, 
Chief Book-keeper, the position he now 


vacates on promotion as_ Assistant 
Accountant. 
Mr. Arthur Dorman was entertained 


by the British railmakers on June 22, 
when a presentation was made to him in 
recognition of his services to the industry 
over a long period. 


Mr. J. B. Pearson, Chairman of Cowans, 
Sheldon & Co. Ltd., has temporarily re- 
sumed the office of Managing Director 
vacated by Mr. P. B. Tucker, who has 
resigned from the company. 


Mr. T. P. Strafford 


Appointed District Traffic Superintendent, 
Carlisle, L.M. Region, British Railways 


of the amalgamation, to the Control Office, 
Kentish Town. After occupying various 
posts in control offices and divisional 
offices, he held avpointments as Assistant 
District Controller at Barrow-in-Furness 
(1931-32), at Chester (North Wales & Joint 
District) (1932-36), and at Liverpool (1936- 
38). Early in 1938 Mr. Strafford took 
charge of the Trains Office, Euston, under 
the Divisional Superintendent of Operation, 
Crewe; and he remained in that position 
until January, 1940, when he was ap- 
pointed District Controller, Rowsley. In 
March, 1944, he became District Con- 
troller, Carlisle, and in November, 1946, 
District Operating Manager, Crewe. 





The Council of the Institute of Weld- 
ing has awarded the prize in the com- 
petition for the design of a work-piece to 
Mr. R. A. Iddon, Senior Planning Engi- 
neer in the medium plate shops of G. A. 
Harvey (London) Limited. 





COLONIAL RAILWAY APPOINTMENTS 


The Secretary of State for the Colonies 
recently approved the following appoint- 
ments :— 

Mr. A. S. Webb to be Assistant Engineer, 
Nigerian Railway. 

Mr. R. Bridgman, Senior Assistant En- 
gineer, Nigerian Railway, to be District 
Engineer, Nigerian Railway. 









Mr. T. V. Nicholson 


Appointed District Superintendent, Sunderland, 
North Eastern Region, British Railways 


Mr. T. V: Nicholson, O.B.E., Assistant 
District Superintendent, Newcastle, North 
Eastern Region, British Railways, who, as 
recorded in our June 18 issue, has been 
appointed District Superintendent, Sunder- 
land, was educated at Shrewsbury and 
Oxford and joined the L.N.E.R. in 1930 as 
a traffic apprentice. After experience in 
various departments he became Assistant 
to the Mineral Manager, Southern Area, 
in 1935, and head of the Passenger 
Manager’s Development Section, North 
Eastern Area, in 1939. As a member of 
the Supplementary Reserve he went to 
France on the outbreak of war. Subse- 
quent to the evacuation of the B.E.F. he 
was engaged at the War Office until, in 
1941, he accompanied Mr. H. E. Roberts 
on a visit to the U.S.A. and Canada, repre- 
senting the Railway Executive Committee, 
to advise on the loading of cargoes for 
Great Britain. On returning to the Army 
he served in various Home Commands, 
and, after being promoted Lt.-Colonel in 
1943, he was awarded the O.B.E. for duties 
in connection with the invasion of North- 
West Europe. In 1945 he served 
successively at S.H.A.E.F. and at Hanover 
with No. 2 Regional Railway Control 
Team, R.E., when he was responsible for 
supervising the Commercial and Financial 
Sections of the German Railway Regional 
Headquarters. Later Mr. Nicholson re- 
turned to the L.N.E.R. as Assistant 
District Passenger Manager, Newcastle, 
and he became Assistant District Super- 
intendent there in February, 1947. 

Mr. A. H. Rampton, who, as recorded in 
our June 25 issue, has retired from the posi- 
tion of Assistant for Road Transport, 
Commercial Superintendent’s Department, 
Southern Region, British Railways, entered 
the service of the L.S.W.R. in 1897, and 
gained experience in the London goods 
depots. In 1913 he was appointed Out- 
door Representative in the London District 
Goods Superintendent’s Office at Waterioo, 
and in 1923 he was attached to the Outdoor 
Commercial Manager's Office for working 
of goods-train and out-of-gauge traffic. In 
1932 Mr. Rampton became Leading Clerk 
in the Road Transport Department. He 
was appointed Assistant Superintendent of 
Operation for Road Transport in 1944, and 
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Mr. A. H. Rampton 


Assistant for Road Transport, Commercial Super- 
intendent’s Department, Southern Region, 
British Railways, who has retired 


on January 1 last was re-designated Assis- 
tant for Road Transport, Commercial 
Superintendent’s Department. From Decem- 
ber, 1938, to December, 1943, he acted as 
Road Transport Representative for all the 
railway companies on the sub-committee 
dealing with the conveyance of explosives 
on behalf of H.M. Government. 


Mr. L. T. Hickey, Comptroller of Stores, 
Western Australian Government Railways, 
has retired, after 49 years’ service, and has 
been succeeded by Mr. G. W. Fruin. 
hitherto District Engineer, Narrogin. 


Mr. A. E. Marriott. Assistant (Claims), 
Chief Commercial Manager’s Office, 
London Midland Region, British Railways, 
Euston, has been avpvointed London City 
Manager, Eastern Region, in succession to 
Mr. W. E. Blakey. recently appointed 
Assistant Commercial Superintendent, 
Eastern Region. 


INDIAN RAILWAY STAFF CHANGES 

Mr. B. Arora, Director, Traffic, Railway 
Board, has taken over as Chief Adminis- 
trative Officer, Assam Railway, in place of 
Mr. A. K. Basu, who has proceeded on 
leave. 

Mr. K. L. Crawford, Joint Director 
(Post-War Rating), Railway Board, has 
been appointed Director, Traffic, Railway 
Board, in place of Mr. Arora. 


PAKISTAN RAILWAY STAFF CHANGES 

Mr, A. G. Hall, Director-General of 
Railways, Pakistan, who, as already re- 
corded, is proceeding on leave preparatory 
to retirement, has handed over charge to 
Mr, J. Chugiai, Director, Establishment, 
Pakistan Railway Board. 

Mr. W. A. Hewitt, formerly of the Oudh 
Tirhut Railway, has been appointed 
Chief Operating Superintendent, North 
Western Railway, succeeding Colonel D. 
McMullen, who, as already recorded, has 
retired. 

Mr. H. S. Ewens, who has been 
appointed Assistant to the Chief Account- 
ant, Western Region, British Railways, 


entered the service of the Barry Railway 
in the Shipping Department at Barry in 
1904. After subsequent experience in the 
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Mr. H. S. Ewens 


Appointed Assistant to Chief Accountant, 
Western Region, British Railways 








Stores Department, he was transferred in 
1917 to the Accountant's Office. On the 
amalgamation of the Barry Railway with 
the Great Western Railway in 1922 he was 
transferred to the Chief Accountant’s 
Office, Paddington; and, after a short 
period in the Docks Accounts Section, he 
entered the General Section, and was 
appointed Head of that section in May, 
1932. In June, 1934, he was appointed 
Book-keeper, and during the period of 
Government control rendered valuable 
assistance in connection with matters aris- 
ing out of the Railway Control Agreement. 

Mr. J. S. Pettigrew, Chief Engineer, 
Sudan Railways, is at present on leave, and 
expects to return to the Sudan about the 
end of August. 





The following notification was gazetted 
recently, under the heading of Supplemen- 
tary Reserve of Officers: Corps of Royal 
Engineers—Transportation :—2nd Lieu- 
tenant (War Substantive Major) Guy Lloyd 
Beckett, from Emergency Commission, to 
be Lt.-Colonel, May 15, 1948. 


Docks & INLAND WATERWAYS EXECUTIVE 

With the approval of the British Trans- 
port Commission, the Docks & Inland 
Waterways Executive has made the follow- 
ing appointments :— 

Mr. E. A. Boothroyd to be Solicitor 
(Mr. Boothroyd was formerly Assistant 
Solicitor, North Eastern Region, British 
Railways). 

Mr. G, E. Staves to be Assistant Secre- 
tary, Docks (Mr. Staves was formerly 
Assistant for Docks & Canals, London 
Midland Region, British Railways). 

Mr. P. L. Scott to be Assistant 
Accountant, Waterways (Mr. Scott was 
formerly Accountant to the Lee Con- 
servancy Board). 

Mr. G. B. Lakin to be Purchasing 
Officer (Mr. Lakin was previously Clerk 
& Manager of the Birmingham Canal 
Navigations). 

The offices of the above are at the head- 
quarters of the Docks & Inland Water- 
ways Executive, 22, Dorset Square, Lon- 
don, N.W.1, with the exception of that of 
Mr. Lakin, which is at 37, Waterloo Road. 
Wolverhampton. 




























Ju 


accid 
comp 
Of th 
falls - 
enteri 
princi 
carele 
passel 

Fat 
cludin 
409, \ 
seven 
cent. 
the o 
sidera 
of 33§ 
1930-: 
due t 
accide 






; servan 


among 
on rai 
2,785, 
averag 
The 
servan 
ing or 
than 
increas 
weathe 
averag 
1930-3 
The ¢ 
that tk 
increas 
effect, 
portan 
only o 
but al 
able ac 
men of 
Pass 
tems. ¢ 
per cer 
less th 
mained 
indeed 
some | 
year 1 
The 
that se 
in cycl 
fact th: 
vidual : 
Chief | 
of the | 
broadly 
afterma 
Doncas 
probabl 
postpor 
Nor we 
*H.M 





din 
- the 
with 
was 
ant’s 
short 
n, he 
was 
May, 
inted 
d of 
uable 
aris- 
nent. 


neer, 
and 
t the 


retted 
men- 
Royal 
Lieu- 
Lloyd 
yn, to 


UTIVE 
‘rans- 
niand 
yllow- 


licitor 
istant 
sritish 


Secre- 
merly 
yndon 


sistant 
was 


Con- 


hasing 
Clerk 
Canal 


head- 
Water- 
- Lon- 
hat of 
Road, 


July 2, 1948 


THE RAILWAY GAZETTE 


Accidents on Railways, 1947 


The annual report* for 1947 of the 
Chief Inspecting Officer of Railways 
(Lt.-Colonel Sir Alan Mount, C.B., 
C.B.E.) now published shows that train 
accidents during the year resulted in the 
deaths of 93 passengers, namely, seven at 
Gidea Park, five at Polesworth, 18 at 
Doncaster, 31 at South Croydon, 27 at 
Goswick, three at Motspur Park, and one 
at Herne Hill and Farnborough. 

This was the worst yearly record apart 
from the exceptional year 1915, when 224 
passengers lost their lives at Quintinshill. 
Nevertheless, the rate was no higher than 
one killed in about 250 million miles 
travelled on the main-line systems. It is 
estimated that passenger-miles were higher 
by 4,000 million, or roughly 20 per cent., 
as compared with the 12 months ended 
August, 1939. 

In movement accidents, other than train 
accidents, 55 passengers were killed as 
compared with 86 in the previous year. 
Of this total, 46 fatalities occurred through 
falls from platforms and trains and when 
entering or alighting from trains. The 
principal causes were misadventure and 
carelessness or misconduct on the part of 
passengers themselves. 

Fatalities in all movement on rail, ex- 
cluding trespassers and suicides, totalled 
409, which was lower than in any of the 
seven previous years, and nearly 23 per 
cent. lower than the 1941 peak of 534. On 
the other hand, the figure was still con- 
siderably higher than the pre-war averages 
of 338 and 308 for the periods 1935-39 and 
1930-34 respectively. This was mainly 
due to the rise to 121 fatalities in train 
accidents (93 passengers, 8 _ railway 
servants, and 20 other persons). Fatalities 
among railway servants in all movement 
on rail amounted to 218, and injuries to 
2,785, neither figure greatly exceeding the 
averages for the two periods. 

The 132 fatalities among _ railway 
servants when working, walking, or stand- 
ing on the permanent-way were 19 fewer 
than in 1946, notwithstanding the 
increased risks due to exceptionally severe 
weather at the beginning of the year; the 
averages for the periods 1935-39 and 
1930-34 were 114 and 116 respectively. 
The Chief Inspecting Officer considers 
that the action taken by the railways to 
increase safety propaganda had good 
effect, and he calls attention to the im- 
portance of this being maintained, not 
only on account of the influx of recruits, 
but also because a number of prevent- 
able accidents still occurred in 1947 among 
men of long service. 

Passenger travel on the main-line sys- 
tems. as represented by journeys, was 10 
per cent. less than in 1946, and 7 per cent. 
less than in 1938. Freight tonnage re- 
mained at a high level, only 2 per cent. 
indeed below 1946, net ton- miles being 
some 24 per cent. more than for the 
year 1938. 

The report includes a graph showing 
that serious train accidents tend to run 
in cycles, and attention is drawn to the 
fact that the number of fatalities in indi- 
vidual accidents is largely fortuitous. The 
Chief Inspecting Officer considers that 62 
of the 121 fatalities in train accidents may 
broadly be attributed to the war and its 
aftermath. The collisions at Gidea Park, 
Doncaster, and South Croydon would 
probably not have occurred but for the 
postponement of colour-light signalling. 
Nor would the derailments at Polesworth 


a H. M. ‘Stationery Office. 
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and Bletchley have happened but for the 
load of arrears in track maintenance; 
both are attributed to misjudgment in the 
dilemma which faces engineers in their 
desire to avoid imposing speed restrictions 
to the detriment of operating efficiency 
while not asking too much of track no 
longer in first class condition. 
Overcrowding, still unfortunately wide- 
spread, was another factor which increased 


the incidence of casualty in certain 
cases. 
Had it not been for the war, some of 


the carriages involved would have been 
scrapped, but it has not yet been possible 
for new construction to commence over- 
taking arrears of renewals. During last 
year, 66 coaches were damaged beyond 
repair in accidents, and by the end of the 
year the stock of the main-line companies 
had decreased by over 4,600 as compared 
with the end of 1939; this was due to war 


damage, losses of ambulance trains in 
Europe, and also to some unavoidable 
scrapping. 


ANALYSIS OF TRAIN ACCIDENTS 


The causes of the 1,388 train accidents 
which were reported in 1947 were analysed 
as follows: failure of the human element 
617, defective apparatus 198, and other 
causes 573 (such as running into snow, 
animals, etc.). The figures show an in- 
crease in human failure (545 in 1946), 
which is attributed to disturbance of mind 
and a lessening in concentration, after the 
strain of six years of war; men less well 
nourished tire more quickly, and diminished 
physical fitness has its own mental 
reactions. 

Recovery will be governed by wider 
national considerations, but it could be 
accelerated by the realisation that all prac- 
ticable steps are being taken to rehabili- 
tate the railways. In 11 of the 13 train 
accidents into which inquiries were held, 
98 of the 110 deaths might have been 
avoided by greater care on the part of the 
railwaymen immediately concerned. Credit, 
however, is given for the way in which the 
difficulties and discomforts of severe frosts 
and snowfalls in February and March were 
overcome, followed by floods in April and 
May. 

It is explained that 1947 was a particu- 
larly trying year for all grades responsible 
for operation and maintenance. The drift 
away from railway employment was hardly 
counterbalanced by the intake of personnel, 
and as late as the autumn there were some 
thousands of vacancies in footplate and 
other operating grades, as well as for per- 
manent-way and workshop staff. Main- 
tenance of power was still difficult at the 
end of the year, and the high proportion of 
engine failures in traffic, resulting in con- 
gestion and delay, accentuated operating 
difficulties, which tended to increase lia- 
bility to accident. Efficiency of operation 
was also affected by an unusual number of 
speed restrictions arising from permanent- 
way maintenance arrears. 


AUTOMATIC TRAIN CONTROL 


The Chief Inspecting Officer concludes 
his report with a strong recommendation 
for the extended use of automatic train con- 
trol equipment, which would have saved 
35 lives by preventing the accidents at 
Gidea Park, Lambrigg, and Goswick. These 
accidents are included in a table covering 
the years 1912-47 which shows the propor- 
tions (11 per cent. over the period) of those 
which might have been prevented or miti- 
gated had such apparatus been in use; the 


21 


fatalities which might have been saved were 
24 per cent., namely, 285 lives in all. The 
fact that the percentage of fatalities which 
might have been saved by the use of auto- 
matic train control equipment is so much 
greater than the percentage of accidents 
which might have been so prevented is not 
fortuitous, as the value of the equipment 
to the driver is at its greatest in affording 
protection against the risk of a collision or 
turn-out derailment at high speed. 


FORMER G.W.R. SYSTEM 


Reference is made to the successful de- 
velopment by the former G.W.R., over the 
last 40 years, of the contact system of 
warning control, which became virtually 
universal on this company’s main lines and 
undoubtedly contributed to their very high 
standard of safety. Equipment of non- 
contact type used on the Southend line by 
the L.M.S.R. is also referred to. It is held 
that there are substantial grounds for the 
extension of the warning type of equip- 
ment, and that it deserves high priority in 
relation to other operating and signalling 
improvements, particularly as the majority 
of railway mileage is likely to remain sig- 
nalled under the semaphore system for a 
long time. 

The hope is expressed that early 
decisions may be reached as to the most 
suitable form of equipment for general 
adoption under multiple-aspect as well as 
semaphore signalling. 

The report contains a number of sum- 
marised tables for the past 33 years which 
give the total casualties in all movement on 
rail, with information about traffic carried 
and staff employed, as well as other such 
information. 








A Lotschberg Railway Tourist 
Express 


This year the “ Létschberg Express” is 
being run every Sunday from May 9 to 
September 26. The train, consisting of a 
twin railcar set, operates only in one direc- 
tion, namely, from Berne over the Létsch- 
berg line to Brigue, and thence to Domo- 
dossola in Italy. It covers the 80 miles 
between Berne and Brigue in 1 hr. 32 min., 
and the whole distance from Berne to 
Domodossola (including the 11-8 miles of 
the Simplon Tunnel) in the time of 2 hr. 
22 min. 

The train is not intended for travellers 
to Italy, but to provide a fast connection 
between Berne and Locarno, in southern 
Switzerland, via Italy. At Domodossola, 
tourists change immediately into a special 
train on the electric metre-gauge Vigez- 
zina Railway for the remaining 31-7 miles 
to Locarno. This railway re-enters Swiss 
territory at Camedo, some 20 miles from 
Domodossola, and is known on the Swiss 
side as the Centovalli Railway. 

Tourists using the “Lé6tschberg Ex- 
press” and the connecting fast train to 
Locarno have to return to Berne via the 
Gotthard route, but are free to take any 
train between Locarno and Lucerne, and 
between Lucerne and Berne via Langnau. 
The distance between Berne and Locarno 
via Brigue and Domodossola is 137-1 
miles, while the return trip is 178-8 miles 
long. 

The number of passengers is limited 
to 250, which is the seating accommoda- 
tion of the railcar set on the Létschberg 
line. Passengers for Brigue or Domodos- 
sola are conveyed if accommodation is 
available. The service was introduced last 
year, as recorded in our September 12, 
1947, issue. 
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Great Western of Brazil Railway Co. 


THE RAILWAY GAZETTE 


Ltd. 


Mr. W. M. Codrington’s review 


The ordinary general meeting of the 
Great Western of Brazil Railway Co. Ltd. 
was held at River Plate House, London, 
E.C.2, on June 23. Mr. W. M. Codring- 
ton, C.M.G., M.C., Chairman of the com- 
pany, presided. 

The Chairman, in a statement circulated 
with the report and accounts, said that net 
receipts for the year 1947, at £168,534, 
were £9,697 greater than those for the pre- 
vious year. The company was able to 
pay off three half-years’ arrears of deben- 


ture interest during the year, but from 
July 1, 1948, it would again be 18 months 
behind. 


For the first time for many years it had 
been possible to resume the pre-war prac- 
tice of appending to the report extracts 
from the report of the General Manager 
to the board sufficiently ample to afford 
shareholders a fairly complete picture of 
operating conditions and results during the 
period under review. Leaving aside for 
the moment financial results, these statis- 
tics showed a steady rise in operating 
efficiency. The average net train loads 
had increased, and once again a greater 
output of net ton-kilometres was secured 
for each engine-hour. These figures 
reflected the unceasing keenness of the 
executives in their pursuit of higher stan- 
dards of efficiency. They also represented 
the fruit of improvements and renewals 
carried out, largely from funds supplied 


by the Brazilian Government, in recent 
years. 
Though the management had _ not 


completely exhausted all possibilities of 
further progress, it was clear that the 
improvement already secured had reduced 
the potential savings which could still be 
obtained with existing equipment. 

Of this the Brazilian authorities were 
well aware; and they continued to show 
their confidence in the company’s ability 
to use new equipment to the best advan- 
tage. The programme comprised under the 
40,000 contos loan having now been vir 
tually completed, Congress had passed a 
Bill granting to the company a further 
subvention, spread over 10 years, amount- 
ing to 200 million cruzeiros (£2,650,000), 
in aid of re-equipment. Provision was also 
being made for improvements to the sys- 
tem as part of the President’s 5-year 
“ Salte” plan. If the latter measure also 
became law, the company would be pro- 
vided with funds with which to acquire 
additional rolling stock of modern type 
and to continue the policy of fitting the 
track to carry heavier loads. The expendi- 
ture of these funds should result, not only 
in improved operating efficiency, but also 
in a further improvement of the service to 
the public. 

VISIT OF PRESIDENT 

It is particularly gratifying that these 
proposals should be put forward so soon 
after the visit of the President of the 
Republic and the Minister of Transport to 
the North East of Brazil, when they not 
only saw something of the railway, but 
also met the public it served. Their 
remarks about the railway’s administra- 
tion were highly complimentary. 

During their visit the Minister and his 
chief officials inaugurated the imposing 
viaducts which have been reconstructed in 
ferro-concrete on the Central Section as 
part of the new loan programme. 

He was sorry to have to report a serious 
setback in fuel policy. For some years the 


company had been gradually converting 
locomotives to burn oil, the use of which 
until quite recently showed a_ substantial 
economy. The cost of fuel oil had now 
risen to the equivalent of £6 18s, per ton 
cif. Were it to continue during 1948 to 
burn oil in the same number of locomo- 
tives as in 1947, the additional cost would 
be no less than £60,000. Consequently it 
had been obliged, not only to stop all con- 
versions to oil but even to reconvert some 
of the oil-burning locomotives to consume 
firewood. 

It had also had to abandon the 
conversion to oil-burning of stationary 
boilers at Jaboatao workshops, the long 
awaited equipment for which had already 
arrived in Brazil. No railwayman liked 
burning firewood. It possessed many dis- 
advantages, and the haulage of firewood 
trains involved much operating incon- 
venience for which every allowance had to 
be made in computing relative costs. 

Much of the time of the management 
had necessarily been devoted to staff and 
labour questions. In December last the 
local Labour Court awarded the men a 
flat increase of 200 cruzeiros a month. In 
the board’s opinion this amount was not 
only unjustified but would have upset the 
differentials between the various grades 
employed on the railway. It had therefore 
appealed to the Supreme Labour Court at 
Rio which was expected to deliver its judg- 
ment in the near future. 

RUMOURS OF GOVERNMENT PURCHASE 

During the year under review, rumours 
were at times started to the effect that the 
Brazilian Government were likely to buy 
out the railway. Up to the present no 
intimation of any kind had been received 
from the Brazilian authorities of any such 
intention. Early this year a_ British 
Government Mission, headed by Sir John 
Wise, had gone to Rio to discuss the ques- 
tion of Brazilian sterling balances and 
Anglo-Brazilian trade. Details of the 
agreement reached were still awaited. 

Under the contract of 1920 the Brazilian 
Government had the right to buy out the 
company at any time under certain condi- 
tions, This right existed quite indepen- 
dently of whether or not the inter- 
governmental agreement provides for the 
employment of some portion of the 
sterling balances for the purchase of 
British-owned utilities. It remained to be 
seen whether the Brazilian Government 
would desire to exercise it at this juncture. 
Meanwhile the company continued to press 
for conditions which would not only 
enable it to improve the service, but which, 
in the absence of any more radical solu- 
tion, would also provide some remunera- 
tion for the long-suffering stockholders. 

Continuing the board’s policy of close 
liaison between London and_ Brazil, 
Brigadier Storar had visited Rio in Sep- 
tember last; and early this year the Secre- 
tary had spent some time both in Recife 
and in Rio. 

The 1947/48 sugar crop was a record, 
and the latest information from the 
management was to the effect that receipts 
this year should not be inferior to those 
of 1947. The costs of all materials, how- 
ever, were still rising, and it was impos- 
sible to estimate the probable total 
expenditure until the result of the appeal 
to the Supreme Labour Court was known, 

He had already drawn attention to the 
excellent work of the executives in Brazil 
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under the leadership of Mr. Dobson. The 7 


local board in Rio, headed by Mr. Gudia, 


had served with courage and ability in” 
circumstances always complex and often | 


anxious and difficult. In London Mr, 


Ellis and his small team had grappled with : 


accounting problems, export ae 
and gusts of transfer work with their usual | 
efficiency. 

The es and accounts were adopted. 








Railway & Traders’ Conference 


The Railway & Traders’ Conference for 
the Birmingham, South Staffordshire, East 
Worcestershire & North Warwickshire 
Area met recently in Birmingham. The 
conference is one of the few remaining of 
those set up under the Railways Act, 1921. 

The chair was taken by Mr. C. E. Jordan 
(Accles & Pollock Limited), who repre- 
sented the Federation of British Industries. 
He said the conference had repeatedly 
proved its value in promoting friendly 
co-operation between the railways and 
traders in the Midlands, but that had never 
been more strikingly demonstrated than in 
the autumn of 1947, when it had met the 
threat of a shortage of rolling stock by 
calling the attention of local industry to 
the necessity for improving the turn-round 
time of wagons, The readiness of the 
response then made had materially assisted 
the railways to keep traffic moving and 
had ensured unhindered production. 

The new transport regime was now 
functioning, but he was happy to note that 
the railways were imbued with the same 
spirit of helpfulness which had charac- 
terised their past activities; and today evi- 
dence was not far to seek of successful 
achievement in the rail transport field. He 
was thankful that the conference had been 
maintained intact, and was strongly of 
opinion that it should continue in being, in 
spite of the more widely representative 
consultative committees which were to be 
set yp under the Transport Act. Mr. 
Jordan assured the railways that they 
could rely on the co-operation of traders 
through the medium of the conference in 
the same way that the trading community 
relied on the sympathetic assistance of the 
railways in their common objective to 
increase the prosperity of the country. 

Mr. L. C. Brittlebank, District Goods 


Manager, Birmingham, London Midland 


Region, who was supported by the other | 


local passenger and goods officers of the 
railways, endorsed Mr. Jordan’s remarks. 
He pledged the railways to spare no effort 
to live up to the best traditions of their 
past and to examine with careful attention 
ithe problems brought to them by the 
traders they served. 

Other speakers were Mr. T. H. Ingleson 
and Mr. 
Chamber of Commerce) who both paid 
tribute to the value of the conference and 
expressed their conviction of the need for 
its continued existence. 


W. A. Standley (Birmingham ~ 


MINISTRY OF TRANSPORT REGULATIONS.— | 


The Minister of Transport has made the 7 
Road Haulage Undertakings (Payment of © 


Compensation) Regulations, 1948 (S.J. 
1948, No. 1286), Road Haulage Under- 
takings (Notices of Acquisition, etc.) Regu- 
lations, 1948 (S.I., 1948, No. 1285), and 
Goods Vehicles (Operating Centre) Regu- 
lations. 1948 (S.1., 1948, No. 1284), under 
sections 61 and 119 of the Transport Act, 
1947. Copies of the Regulations, which 
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came into force on July 1, are obtainable 
from H.M. Stationery Office, or through © 
any bookseller, price 1d., 4d. ‘and 2d. each a 


respectively. 








48 





. The 
judin, 
ity in 


often a 
Mr. 
1 with © 


ations 
usual 


opted. 


ence 


ce for 
, East 
kshire 

The 
ing of 
1921, 
ordan 
repre- 
istries, 
atedly 
iendly 
3 6and 
never 
han in 
et the 
ck by 
try to 
‘round 
f the 
ssisted 
g and 


; now 
te that 
> same 
sharac- 
Ly evi- 
cessful 
id. He 
d been 
gly of 
ing, in 
ntative 
to be 
Mr. 
| they 
traders 
nee in 
munity 
of the 
ive to 
try. 
Goods 
lidland 
- other 


IONS.— 
ide the 
rent of 


Under- 
) Regu- 
5), and 
| Regu- 
, under 
rt Act, 


which 


ainable 
hrough 


d. each ‘ 





July 2, 1948 








THE RAILWAY GAZETTE 


Rail and Road Transport Display at Ulster Show 


An attractive model road and rail dis- 
play was a main feature of the Royal 
Ulster Society Show held in Belfast from 
May 26-29. On a three-tier stand, 31 ft. 


x 14 ft., shared jointly by the Great 
Northern Railway (Ireland), the Railway 
Executive (Northern Counties Commit- 


tee), the Belfast & County Down Railway, 
and the Northern Ireland Road Transport 
Board, were two complete railway systems 
in miniature and a fleet of model buses 
and lorries operating through a replica of 
typical Ulster countryside. 

All models were in operation at the 
same time and had only to be switched 
on. After that they were left to them- 
selves and the trains stopped and started 
independently at stations. 

A master-switch operated by the models 
themselves made it impossible for two 
trains to get on to the same single-line 
section together. The buses and _ lorries, 
signalled by 3-in. high traffic lights, also 
gave an impressive representation of the 
“— oa 

he G.N.R. train was the Dublin-Belfast 
ue of seven coaches, with kitchen car 
and two dining cars, hauled by 4-4-0 
three-cylinder locomotive Eagle. Ail the 
coaches of the N.C.C. train, which repre- 
sented the North Atlantic express, were 
interior fitted, including pictures, mirrors, 
tubular chromium-plated furniture, and a 
bar in the buffet car. The Belfast & 
County Down train consisted of four 
bogie coaches hauled by 4-4-2 tank engine 
No. 9 

Operation of each group of signals was 
controlled by the master-switch. This 
also automatically locked the points. 
The switch itself consisted of four glass 
mercury switches with platinum inserted 
wires. 

A feature of the locomotives, built to a 
scale of 7 mm. to 1 ft. and exact even to 
the number of external rivets, was a 
smoke-producing and _ puffing device. 
Smoke generated by electricity was ejected 
from the chimneys by a small pump, 
which, synchronised with the driving 
wheels, gave four puffs per revolution. A 
sound apparatus, also synchronised with 


the wheels, enabled each puff to be heard. 
This device, which has taken many years 
to perfect, was the invention of Mr. Cyril 
L. Fry, Dublin, who built all the railway 
rolling stock and designed the control 
gear. 

Another railway exhibit, 
photograph reproduced below, was a 
signal box constructed by the Northern 
Counties Committee. This illustrated a 
typical 14-lever box, mechanically and 
electrically interlocked, representing a 
double-line block post track circuited 
throughout. The interior was shown com- 
plete with signal and point repeaters and 
three-position block instruments operated 
by local switches to represent the two 


shown in the 
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adjacent signal cabins on either side. An 
illuminated diagram was provided above 
the lever frame, displaying eight track cir- 
cuits by pairs of red lights, which, in the 
absence of actual rails, could be lit by 
finger switches, 

Outside the cabin, which was equipped 
with all normal fittings, were shown six 
types of signals used on the railways in 
Northern Ireland. Signalmen from the 
three railways were in attendance and 
demonstratipn lectures were given by 
inspectors. 

On an outdoor site, a model railway and 
a model double-deck bus were in opera- 
tion and children were taken for short 
rides at a nominal charge. A sum of £81 
was collected in this way during the show 
and later this was handed over to the 
N.S.P.CC. 





Road Haulage Association Luncheon 


Mr. Alfred Barnes 


on Commission’s 


acquisition of long-distance undertakings 


The annual luncheon of the Road Haul- 
age Association was held at Grosvenor 
House. London, W.1, on Wednesday, June 
23. The principal guest was Mr. Alfred 
Barnes, M.P., Minister of Transport. Mr. 
B. G. Turner, Chairman of the Road Haul- 
age Association, presided. 

Among the guests were :— 

Messrs. L. L. Baker, Alfred Barnes, M.P. 
(Minister of Transport), Claud Barrington, 
W. Beckett, Miles Beevor, John Birch, C. 
Bramford, J. A. M. Bright, R. B. Brittain, 
C. T. Brunner, L. J. Calaion, M.P., George 

Cardwell, H. E. Clay, B. W. C. Cooke, J. E. 
ae F. Cousins, Lt.-Colonel F. E. Coxhead, 
Major H. E. Crawfurd, Mr. R. G. Crowther. 

Messrs. D. Derham, B. P. H. Dickinson, 
Brigadier R. J. O. Dowse, Colonel E. 
Dutfield, Messrs. H. T. Dutfield, H. Elliott, 
R. H. Farmer, P. Faulkner, N. D. Fawkner, 
F. D. FitzGerald, F. F. Fowler, Sir David 
Maxwell Fyfe, K. C., M.P., Messrs. C. F. 
Haywood, A. Henderson, Alderman C. Holds- 


worth, Sir Cyril Hurcomb, Sir Gilmour 
Jenkins, Colonel A. Jerrett, Messrs. D. 
Lamb, F. C. T. Lane, Viscount Long of 


Wraxall, 
Messrs. 
Markham, 


Mr. F. R. Lyon. 
C. J. Macdonald, J. Male, W. E. 
A. E. Sherlock Mesher, R. P. 


Miers, A. A. E. Morgan, N. T. O'Reilly, 
P. Perris, O. B. S. Poole, T. J. E. Price, T. O. 
Roberts, Gleeson E. Robinson, Max Robinson, 
Major-General R. K. Ross, Major-General 
G. N. Russell, Lord Sandhurst, Messrs. R. W. 
Sewill, W. G. Sharpe, E. J. Shaw, G. W. Quick 
Smith, C. W. H. Sparrow, J. Strang, O. G. 
Sunderland. 

Mr. P. J. R. Topp, Captain Lord Teynham, 
R.N. (retired), Messrs. E. . Thomas, J. 
Archer Tribe, W. A. E. Vacher, F. A. Walker, 
G. Warrington, Councillor Hartley Wilkinson, 
B. Winterbottom, W. Wisely, G. F. Witcher, 
A. J. Wright, H. Wyatt. 


The Minister of Transport, proposing 
the toast of the Road Haulage Associa- 
tion, said that his regard for the Associa- 
tion had been in no way impaired by the 
differences which had arisen in 1947 
during the passage of the Transport Act. 
He paid high tribute to Mr. Henry 
Dutfield, who at that time was National 
Chairman of the Association, and said 
that he had had no hesitation in inviting 
him to join the Road Transport Execu- 
tive because of his long experience and 
wide knowledge. The work of the 


Joint Railway Exhibit at the Royal Ulster Show 
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Exhibits at the Royal Ulster Show held in Belfast in May, included working models of a complete railway 


system, and a signal box constructed by the Northern Counties Committee 











24 


Association was both valuable and 
varied, and it would be a mistake to 
assume that its functions or its work 


would be less in the future. 

Preliminary steps were being taken to 
bring into operation Part III of the 
Transport Act which provided for the 
taking over by the British Transport 
Commission of long-distance road 
haulage undertakings. Machinery for 
this purpose, in skeleton form, was pro- 
vided in the Act. It was left to the 
Minister to complete the more intricate 
parts of the machinery by means of regu- 
lations. Some of the regulations had been 
made; others are in preparation. 

In making regulations, the Minister was 
under no obligation to consult anyone. 
But he had made a point of consulting 
the R.H.A. from the start, and had gone 
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Lord Leathers. The second was that he 
had been instrumental, through the Trans- 
port Act, in setting up the British Trans- 
port Commission. 

The Ministry of Transport, together with 
the transport industry, so far, had not man- 
aged to impress sufficiently on those in 
charge of the country’s affairs how vital 
transport was in the life of the nation. He 
hoped that with the additional help of the 
British Transport Commission they might 
be more successful, and that this might 
become evident by Ministers of Transport 
having Cabinet rank in the future. 

The Road Haulage Association was well 
into its fourth year and its membership 
had now approached the 18.500 mark. 
How far the Government’s policy of 
nationalisation had contributed to this re- 
mained a matter for conjecture. 





Mr. Alfred Barnes. Minister of Transport. 


luncheon on June 23. On his left is Mr. 
right are Lord Sandhurst, Colonel 


some way toward meeting the views of the 
Association, notably with regard to the 
timetable to be observed. 

The regulations just issued set a time 
limit for the serving of notices on under- 
takings to be acquired. In effect, they 
required all notices to be served between 
October of this year and the end of the 
year 1949. 

The appointed day, when restrictions on 
the long-distance carriage of goods for 
hire or reward, came into force, would 
not be fixed until the Minister was advised 
by the Commission that it could carry the 


traffic, and the necessary machinery 
existed for the issue of permits for 
authority to run outside the 25 mile 


radius. If he might hazard a guess, this 
stage would not be reached until some 
time next year. 

Meanwhile, regulations had been made 
fixing the operating centres from which 
the 25 miles radius would be reckoned. 
Normally, that centre would be as specified 
in the application for carriers’ licences, 
but, to allow for exceptional cases, the 
regulations had been drawn to give as 
much flexibility as possible. 

Mr. Turner said that the Minister had 
two achievements; he had survived, as 
Minister of Transport, a longer term of 
office than any of his 15 predecessors, with 
the exception of Mr. Wilfred Ashley and 


speaking at the Road Haulage Association 
B. G. Turner, Chairman and seen on his 


A, Jerrett, and Mr. R. W. Sewill 


He reminded both the British Transport 
Commission and the Road _ Transport 
Executive that the R.H.A. has area, and 
sub-area, organisations throughout the 
whole of Great Britain, always available 
and ready to provide transport facilities to 
meet any need. He mentioned the suc- 
cessful arrangements that have recently ter- 
minated in Cornwall whereby expeditious 
road cartage and rail delivery of new pota- 
toes from the Penzance area had been 
assured. Without disturbing any arrange- 
ments between growers and carriers, the 
R.H.A. formed a pool of road vehicles, 
which, in co-operation with British Rail- 
ways, enabled new potatoes to be delivered 
to the railways and despatched to distant 
markets the same day on which they were 
unearthed. 

Both the Road-Rail Conference and the 
Road-Rail Negotiating Committees should 
be strengthened by the inclusion of repre- 
sentatives from the Road Transport Execu- 
tive, who could only be taking the place 
of the long-distance road operators who 
had always contributed their part in these 
valuable arrangements. 

Mr. Turner then referred to Mr. Henry 
Dutfield, the first National Chairman of 
the Road Haulage Association, and to Mr. 
Quick Smith, until recently head of the 
National Road Transport Federation Sec- 
retariat. Mr. Dutfield had become a part- 
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time member of the Road Transport 
Executive, where his experience would 
prove to be of the greatest benefit both 
to the Commission and to the industry. 
He presented Mr. Dutfield with a gold 
cigarette-case, and wished him much hap- 
piness and success in the days to come. 

Mr. Quick Smith he referred to as the 
young “wise old man” of the industry. 
Within a short time of his joining the 
London & Home Counties’ Haulage Con 
tractors’ Association. he had so revitalised 
that body, that it was enabled, with its 
parent, the National Road Transport 
Employers’ Federation, to join with the 
Associated Road Operators and the Com- 
mercial Motor Users’ Association to form 
not only the Road Haulage Association, 
but also the National Road Transport 
Federation with its three constituent 
national Associations. He felt sure Mr. 
Quick Smith would have other achieve- 
ments to his credit in his new job, where 
all wished him the best of luck. He pre- 
sented Mr. Quick Smith with a cheque, 
wishing him many years of ever-increasing 
success. 


Parliamentary Notes 
Criticism of Railway Services 

Mr. M. Follick (Loughborough—Lab.) 
on the motion for the adjournment of the 
House of Commons on June 16, criticised 
some of the railway services. He explained 
that he was not in any way criticising 
nationalisation. From what he had seen, it 
looked as if the railways were making 
progress already. He did not think the 
success of a service depended on whether 
it made a profit or a loss; the important 
thing was what service that nationalised 
system was rendering to the nation. 

Mr. Follick first discussed the issuing 
of first class tickets. As far as he could 
see, a first class ticket was issued to one 
regardless of whether there was adequate 
first class space in a train. If a third class 
ticket-holder travelled in a first class car- 
riage and the collector came along, he 
had to pay the difference; but if one had 
a first class ticket and could not find space 
in a first class carriage, one did not get 
one’s money back. If a third class ticket- 
holder travelled first class too often he 
could be brought before a magistrate for 
attempting to cheat the company; but if 
the company cheated one by taking one’s 
money for a first class seat and made no 
attempt to find one such a seat, one had 
no claim against it. He did not know any 
part of the world where first class had 
been abolished; but the only ways to get 
over the difficulty were to have one class, 
or to live up to the guarantee and not issue 
more tickets for first class carriages than 
there was accommodation available. 

The question of food provided by the 
railways, he said, had existed long before 
the war. and was a subject for the comic 
papers. Until recently up to 3s. 6d. was 
being charged for a lunch, and it had now 
been raised to 4s.; but the lunch was worth 
nowhere near that amount; it never had 
been. 

There were occasions when one did 
not get the meal even if one paid for it. 
Once, coming back from Loughborough, 
he had been told he could not have a 
meal until after they had left Leicester; 
and when he had gone to the dining car 
then he had been told the only thing they 
could give him was a slice of meat pie; 
but they had charged the price of a full 
meal. 

That difficulty 


could be overcome 
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by having a table d’hote meal and charging 
for it, and having an a la carte menu 
for circumstances like that. 

Then there was the question which had 
nearly caused a strike among the waiters 
on the railways—that of tips. Whether 
they believed in tips or not, they would 
never do away with them; but he did not 
see the purpose of a compulsory tip; giving 
a tip was a pleasure. Waiters on trains had 
to be the most skilful there were; so one 
must pay a good tip to ensure getting a 


skilful waiter. 

The waiters were satisfied with the 
10 per cent. they received when the 
railways were nationalised, but  sud- 


denly the railway authorities said they 
were doing too well, and had taken away 
the 10 per cent. and put a surcharge on 
meals instead, giving the waiters a little of 
the surcharge in more wages and keeping 
the difference. The majority of the public 
did not distinguish between the 10 per 
cent. service charge and the surcharge, and 
did not pay more in tips. The waiters had 
complained that they could not live on 
their wages alone, and that they were being 
penalised by the authorities by their keep- 
ing the greater part of the surcharge for 
themselves. 

The authorities had come to a sort of 
agreement, that instead of putting on a 
10 per cent. surcharge they would put up 
the price of meals 15 per cent., and they 
had put a notice in train windows saying 
they expected the public to give tips once 
more. So instead of paying 3s. 6d. one 
had to pay 4s. for a meal not worth any- 


thing like the money. and then a tip in 
addition. 
That was a lot of nonsense, which 


could be avoided by bringing down 
the price of meals and paying the waiters 
well. They still had first and third class 
dining cars in which the same price was 
charged for the same meal. Either the 
railways ought to have dining cars of one 
class only, or lower the price in the third 
class cars. 

Mr. Follick then referred to the ques- 
tion of passengers who arrived at main- 
line stations in the early hours, when the 
Underground was closed, and the refresh- 
ment rooms were closed. The passengers 
had to hang about, unable to proceed, and 
unable to obtain refreshments. He also 
asked if something could not be done in 
the way of reduced fares for school chil- 
dren who were making use of the railways 
for educational purposes. 


PARLIAMENTARY SECRETARY'S REPLY 

Mr. James Callaghan (Parliamentary 
Secretary, Ministry of Transport) said 
there was no doubt, both statistically and, 
if one mistrusted the use of figures, from 
the evidence of one’s own senses in travel- 
ling, that the timekeeping of trains had 
improved considerably during the last few 
months. 

There had been an abundance of 
evidence of goodwill on the part of all 
ranks. Also, the railways had been able 
to get down to some replacement of tracks, 
and there had been some improvement in 
the quality of their coal. He would not 
attempt to reply in detail to the various 
points raised by Mr. Follick, but the 
Minister of Transport would invite the 
attention of the British Transport Commis- 
sion to them. 

He would like to say _ generally, 
in regard to the criticism of meals, 
that the recently-appointed Hotels Execu- 
tive would have those matters before it for 
discussion; and when the scheme of dele- 
ration had been approved—in the com- 
paratively near future, he hoped—they 
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would be getting down to the job of 
making railway meals much better. He 
thought that all, including the railways 
themselves, recognised that great improve- 
ments could be made. They were working 
under great difficulties, but already they 
had seen in some of the refreshment rooms 
visible signs of improvement. 

There had been a misunderstanding 
about the question of tipping, and he was 
very sorry it had arisen. The circum- 
stances were briefly that the Railway 
Executive had concluded a wages agree- 
ment with the N.U.R. which provided 
both for an increase of wages and a re- 
duction of hours of work from 108 to 88 
a fortnight. They were entitled, under one 
of the many Orders approved by the House 
of Commons from time to time, to add 
the additional cost so incurred to the cost 
of meals. That had been done, and the 
result was that tipping had largely fallen 
off. 

The arrangement had now been altered, 


and he believed that tipping was going 
on in the usual way and perhaps with 
greater contentment than during the 


period in which the misunderstanding had 
arisen. 

On the question of parties travelling, he 
would say that the railways were all out 
to get business. The introduction of cheap 
fare facilities and of many other services 
were evidence of that. Within the limits 
set by rolling stock available, the railways 
would do all they could. They were show- 
ing a spirit of public entervrise, and he 
thought they were making the best use of 
their resources. The 1948 summer 
schedules, he was told. made provision for 
improved services both on main lines and 
cross-country services. On weekdays, the 
number of main trains showed an increase 
of 314 compared with last year, and on 
Sundays an increase of 512 over the figure 
for the corresponding period of last year. 
The number of restaurant and buffet car 
services in Operation on weekdays was 
557, an increase of 117 on last summer, 
and, on Sundays, the figure was 551. But 
the railways were still very short of 
coaches. 

Mr. Percy Morris (Swansea West—Lab.) 
intervened to suggest that the Parliamen- 
tary Secretary should send Mr. Follick a 
copy of * Transport Statistics,” the monthly 
document being issued by his department. 

Mr. Callaghan said they would carry 
out that suggestion, and he hoped that 
Members would acquaint themselves with 
the statistics given in that excellent publi- 
cation. 

The Railway Executive would like a 
substantial addition to the number of 
coaches it was getting; but there had been 
general agreement in the MHouse last 
autumn that there should be a cut in 
capital expenditure, though nobody wanted 
to reduce the number of coaches for any 
reason. 

The circumstances of today were the 
problem. The enterprising Railway 
Executive wanted additions to the number 
of coaches which had been so much re- 
duced during the war. Something in the 
order of 1,200 new coaches would be 
forthcoming this year, although four times 
that number would be welcomed, but there 
was not the available steel. 

He was much impressed with the spirit 
he found abroad in the railway service. It 
was an encouraging sign to see the real 
way in which those people were going out 
for new business and were doing all they 
could throughout the service to see that 
the nationalisation of the railways was a 
venture it was well worth while to under- 
take. 


to 
ul 


Questions in Parliament 


Rail Rate for Swedes 

Sir Waldron Smithers (Orpington—C.) 
on June 14 asked the Minister of Food 
what was the rate per ton paid by his de- 
partment for the carriage by rail and road, 
respectively, of swedes and turnips from 
County Durham to the county of Kent. 

Dr. Edith Summerskill (Parliamentary 
Secretary, Ministry of Food), in a written 
answer, stated: The rail rate was 18s. 5d. 
per ton. No swedes were sent from Dur- 
ham to Kent by road. 


Steel Industry and Nationalisation 

Mr. P. Piratin (Stepney, Mile End— 
Comm.) on May 31 asked the Minister of 
Supply whether he would now state when 
he was likely to introduce legislation to 
nationalise steel. 

Mr. George Strauss (Minister of Supply): 
I have nothing to add to previous Govern- 
ment statements on this subject. 

Mr. Piratin: Is the Minister aware that, 
while it may be said that he has nothing 
to add, the papers have been saying quite 
a lot in recent weeks, and will he help the 
House by saying whether it is his inten- 
tion to introduce legislation either in this 
session or early in the next session? 

Mr. Strauss: I am not responsible for 
what the papers say. The position of the 
Government was made abundantly clear 
by the Prime Minister at the opening of 
this session. 


Coal-Oil Conversion of Locomotives 

Mr. L. D. Gammans (Hornsey—C.) on 
June 22 asked the Minister of Transport 
how many locomotives on British Railways 
were scheduled for conversion from coal 
to oil burning prior to January 1, 1948; 
how many were actually converted and what 
was the total estimated cost of work 
actually done or suspended. 

Mr. Alfred Barnes (Minister of Trans- 
port), in a written answer, stated: The 
original programme was for the conversion 
of 1,229 locomotives and the provision of 
the necessary equipment and _ storage 
depots. By the end of 1947 the storage 
installations were approaching completion 
but, owing to changes in the relative coal 
and oil situations, the conversion of en- 
gines was halted after 93 had been dealt 
with. The cost incurred on the whole 
scheme is about £3 million. No further 
engines are being converted at present. 


Locomotives for West African Railways 

Flight-Lieutenant John E. Haire 
(Wycombe—Lab.) on June 9 asked the 
Secretary of State for the Colonies to 
what extent priority was given to West 
Africa in the supply of locomotives from 
this country; and if he would state the 
number on order and the number delivered 
to that area since the end of the war. 

Mr. A. Creech Jones: The attention of 
the makers has been specially drawn to the 
importance of completing locomotives on 
order for West African railways as quickly 
as possible. The number now on order is 
78 and the number delivered to West 
Africa since the end of the war is 58. 

Flight-Lieutenant Haire: Could the 
Minister say whether there are sufficient 
locomotives in West Africa at the pre- 
sent time to get the available food sur- 
pluses to the coast? 

Mr. Creech Jones: Certainly not. 

Captain Peter Thorneycroft (Monmouth 
—C.): Could the Minister say when that 
order for locomotives was given? 

Mr. Creech Jones: I have not the date 
here, but orders have been placed at dif- 
ferent times over a period. 
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Notes and News 


Chief Executive Officer & Secretary 
Required.—A Chief Executive Officer & 
Secretary is required by the Road Haulage 
Association Limited. See Official Notices 
on page 27. 


British Standards Institution Annual 
General Meeting.—The annual general 
meeting of the British Standards Institution 
will be held on July 21 at 3 p.m. at the 
Institution of Electrical Engineers, Savoy 
Place, Victoria Embankment, London. 
W.C.2. 


Locomotive Draughtsman Required.—A 
locomotive draughtsman is required by the 
Iraqi State Railways for a tour of three 
years in the first instance. Candidates must 
have served an apprenticeship in the work- 
shop of a British railway or firm of loco- 
motive builders, and have a good know- 
ledge of modern steam locomotive design 
and construction. See Official Notices on 
page 27. 


Wembley Station to be Renamed.—As 
from July 5, Wembley (for Sudbury) 
Station. on the London Midland Region 
Euston suburban line will be renamed 
Wembley Central. Loudspeaker equipment 
is being installed to assist the movement 
of the large crowds expected to use the 
station, when the Olympic Games are in 
progress at Wembley Stadium and the 
Empire Pool. 


L.M.R. Music Hall Show.—Twelve rail- 
waymen of the London Midland Region 
are presenting a music hall programme to 
1,000 of their colleagues at St. Pancras 
Town Hall Theatre on Monday, July 19, 
to raise £100 for the Railwaymen’s 
Orphanage, Derby. These railway artists 
will come from Liverpool, Derby, Brad- 
ford and London, and are well known on 
local concert platforms. Among them will 
be Mr. Albert Warby, Clerk, Camden 
(London) Goods, a magician who has ap- 
peared before the King and Princesses; 
Don Purchase, a boy clarinet player, who 
is the son of a goods guard at St. Pancras 
and has been televised several times; and 
British Railways Table Tennis Champion 
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Mr. Wally Hall, of Euston Headquarters, 
who will play a table tennis match against 
Mr. Johnny Leach, England’s No. 1 
player. 

Agreed Charges.—Applications for the 
approval of 76 further agreed charges 
under the provisions of section 37 of the 
Road & Rail Traffic Act, 1933, have been 
lodged with the Transport Tribunal. 
Notices of objection must be filed on or 
before July 13. 


Liverpool Overhead Railway.—For the 
week ended June 20, traffic receipts of the 
Liverpool Overhead Railway were £2,741, 
a decrease of £170 over those for the cor- 
responding week last year. Total receipts 
for the year. at £68,469, are £141 above 
those for the same period in 1947. 

“ Falaise” Cruises End. — The - ss. 
Falaise \eft Southampton for Dinard on 
June 25 on its last cruise of the season. 
Although introduced only at Whitsun, 
these cruises have proved most popular 
and many letters of appreciation have been 
received by the Southern Region. Many 
requests were received for the cruises to 
be continued throughout the summer, but 
due to the shortage of available ships, the 


Falaise will be required to work the 
Southampton—St. Malo service, which 
commences on July 5. Over 1,400 pas- 


sengers took part in the ten cruises made 
by the Falaise. 


Biology and Civil Engineering Confer- 
ence.—A conference on Biology and Civil 
Engineering will be held at the Institution 
of Civil Engineers from September 21 to 
23. The conference is intended primarily 
for members and others engaged in civil 
engineering work where the problem of 
the effect of vegetation is an important 
factor. A number of biologists and civil 
engineers have been invited to present 
papers for discussion; these will deal with 
research and other work carried out not 
only in this country, but also in New Zea- 
land, South Africa, Holland and the 
British West Indies. Among the subjects 
to be dealt with will be the Effect of Vege- 
tation in Stabilising Artificial Slopes, on 
which papers will be presented by Messrs. 
B. J. J. Moran (London Transport Execu- 








Modernised Newhaven Refreshment Room, Southern Region 





Seating accommodation and bar counter in _ the 


reconditioned 
refreshment reom on the boat-train platform (see our May 21 issue) 
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tive), W. G. Sheat (Ministry of Transport) 
and A. H. Toms (Southern Region, British 
Railways). 


Retail Prices Index.—On May 11 the 
Official index figure, which measures 
changes in the average level of retail 
prices compared with the level at the base 
date, June 17, 1947 (taken as 100), was 
108, the same figure as on April 13. 


Butler Machine Tool Co, Ltd.—A divi- 
dend of 5 per cent., less income tax at 
9s. in the £, has been declared on the 
cumulative preference shares of the com- 
pany for the six months to June 30, 1948. 
Warrants were posted on June 29, and 
the dividend was payable on June 30. 


“We Fought the Miles.’,—We are in- 
formed by the Commercial Representative 
in London of the South African Railways 
that copies of “ We Fought the Miles” can 
be purchased at 10s. 6d. each from South 
Africa House, Trafalgar Square, London, 
W.C.2. This publication, which was re- 
viewed in our February 27 issue, gives an 
illustrated account of the work of South 
African railwaymen in Abyssinia, Pales- 
tine, the Western Desert, and Italy, includ- 
ing the construction of the Haifa to Beirut 
railway. 

Railways Athletic Association.— A 
number of swimming and diving champion- 
ship contests of British Railways took 
place recently at Clacton-on-Sea, before a 
large gathering of spectators. The team 
championship was gained by Derby, with 
Motherwell second and Euston third. Indi- 
vidual championships were won by Messrs. 
J. Wardrop (Motherwell), A. Litherland 
(Euston), R. Wardrop (Motherwell), W. 
Bruce (Motherwell), and A. E. Dickens 
(Derby), and (Ladies’ Championship) by 
Miss N., Gillespie (Derby). The result of 
the water polo match was: North, 2 goals; 
South, 8 goals. The cups and prizes were 
presented by Mr. H. H. Halliday, Regional 
Staff Officer, Eastern Region. 


Public Day at R.E. Transportation 
Training Centre—A Public Day is again 
being held at the Transportation Training 
Centre, Royal Engineers, this year, on this 
occasion on September 15. when the centre 
will be open to the public from 1.30 p.m. 
to 7 p.m. There will be demonstrations 
and other opportunities for the public to 
see the many and varied activities of the 
Corps of Royal Engineers in the field of 
transportation. The band of the Royal 
Engineers will be in attendance. General 
Sir William Slim, who is Honorary Colonel 
of the R.E. (Tn.) Supplementary Reserve, 
will be present during the afternoon, and 
personnel of the Supplementary Reserve 
will be taking part in the programme. 


Soviet Ban on Berlin Communications.— 
On Wednesday the Soviet authorities in 
Berlin released the text of a letter sent by 
Marshal Sokolovsky, the Soviet Com- 
mander-in-Chief, to General Sir Brian 
Robertson, the British Military Governor, 
in which he said he hoped that technical 
difficulties on the railway between Berlin 
and Helmstedt would be overcome as soon 
as possible. All traffic on this line, which 
is the only rail route for supplies to Berlin 
from the Western zones of Germany, was 
stopped by the Soviet Military Administra- 
tion early on June 24, after the announce- 
ment by the three Western powers that 
they intended introducing the new Western 
German currency in their sectors of Berlin. 
It was stated that the closure of the line 
was due to “a technical disturbance.” and 
that a diversion of traffic could not be 
arranged as this would have an adverse 
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None of the vacancies on this page relates to a 
man between the ages of 18 and SO, inclusive, or a 

oman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


oF FICE ACCOMMODATION and secretarial ser- 
vice suitable for railway officers visiting London. 
Box 108, The Railway Gazette, 33, 

Westminster, London, S.W.1 


Tothill Street, 


A DOZEN modern diesel, 


traction, and engineering 
books, £9; Railway 


Gazette, unbound, Jan. 
1946 to June 1947, £2 10s. Can be seen London.— 
Box 109, The Railway Gazette, 33, Tothill Street, 
Westminster, London, S.W.1 


7 RAFFIC CONTROL ON THE L.M.S.R. Co- 
ordination of operating arrangements as a result 
of grouping.—Central. Divisional, and District Con- 


trol—Outline of unified methods adopted—Orgari- 
sation and working—Control telephone circuits— 
Daily telephonic conferences. Paper. 12 in. by 
9 in. 20 pp. Illustrated. 5s. By post Ss. 2d. 
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OFFICIAL NOTICES 


Government of Iraq 


A PPLICATIONS from qualified — candidates are 
invited for the following post 

LOCOMOTIVE DRAUGHTSMAN | required by the 
Iraqi State Railways for a tour of 3 years in the first 
instance. Salary Iraq Dinars 60 a month, plus high- 
cost-of-living allowance of between I.D. 14 and 
1.D. 18 a month, according to dependants (1.D. 1 = 
£1). Free passages. Provident fund. Candidates 
must have served am apprenticeship in the workshop 
of a British Railway or firm of Locomotive Builders, 
and have had a good knowledge of modern steam 
locomotive design and construction. A knowledge of 
diesel traction would be an advantage. Apply at 
once by letter stating age, whether married or single, 
and full particulars of qualifications and experience, 
and mentioning this paper, to the CROWN AGENTS FOR 
THE COLONIES, 4, Millbank, London, S.W.1, quoting 
M/N/12841 (3B) on both letter and envelope. 


THE Road Haulage Association Limited invites 
applications for the post of Chief Executive 
Officer and Secretary; salary according to qualifica- 
tions, ability, and experience. Replies to be sent, 
marked “ Strictly private and confidential,’ to the 
NATIONAL CHAIRMAN, ROAD HAULAGE ASSOCIATION 
LIMITED, 146, New Bond Street, London, W.1 


bo 
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RAILWAY 
TIONS, INSTALLATION AND 

ANCE. A_ practical guide, especially intended to 

help Signal Inspectors, Installers, Fitters, Linemen, 
aughtsmen, and all concerned with installing and 

euslatalalen Signal, Telegraph, and Telephone Equip- 

ment. 416 pp. Many illustrations. Cloth, 8s. By 

post 8s. 6d. 


SIGNALLING AND COMMUNICA- 
MAINTEN- 


RAILWAY MAINTENANCE PROBLEMS. By 

H. A. Hull (late District Engineer, L.M.S.R.). 
Valuable information. With much_ sound advice 
upon the upkeep of permanent way. Cloth, 84 in. by 
5i in. 82 pp. Diagrams. Ss. By post 5s. 3d. 


THE EVOLUTION OF RAILWAYS. Second 

edition, revised and enlarged. By Charles E. 
Lee. Traces the germ of railways back to Baby- 
lonian times. . 84 in. by 5} in. 72 pp. Lillus- 
trated. 6s. By post 6s. 4d. 


OF THE RAILWAY CLEARING 
1842-1942. An account of the de- 
velopment and extent of the activities of this famous 
British railway institution. Paper. 94 in. by 6 in. 
24 pp. Illustrations. 2s. 6d. By post 2s. 8d. 
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effect on the whole railway traffic of the 
Soviet Zone. In his letter to General Sir 
Brian Robertson, the text of which was 
published before he had received it, 
Marshal Sokolovsky said he hoped trans- 
iport facilities would be restored fully 
before food stocks were exhausted. 


Extra L.M.R. Sailings to Ireland.—The 
London Midland Region announces addi- 
tional sailings to Ireland from Holyhead 
and Heysham as follow: From Holyhead 
at 5 p.m. on July 24 and 31. and 6.30 a.m. 
on July 25, 26, 27, and August 1; and from 
Heysham at 11.40 p.m. on July 21 and 25. 
Sailing tickets are required for the addi- 
tional sailings. 

Dunlop Contribution towards Road 
Safety Centre—The Dunlop Rubber Co. 
Ltd. has contributed £500 to the fund 
opened by the Royal Society for the Pre- 
vention of Accidents for a permanent train- 
ing centre and road safety exhibition at 
Hyde Park Corner to mark the Society's 
Silver Jubilee. The centre, which will in- 


clude a small cinema and lecture hall, will 
be equipped with the latest devices for de- 
veloping road sense in both children and 
adults, whether they are walking, cycling, 
or motoring. 

Increased Summer Air Services.—British 
European Airways announces that extra 
services will be operated by Douglas 
“C47” aircraft on the Glasgow—Belfast 
route during the peak holiday period of 
July. There will be 21 of the Douglas 
aircraft in service, representing an addition 
of 580 seats to the 4,000 already available. 


Southern Region Pacific Named.—At a 
ceremony performed at Dover Priory 
Station on June 28, Air Commandant 
Felicity Hanbury, M.B.E., Director of the 
Women’s Auxiliary Air Force, named one 
of the Southern Region’s “Battle of 
Britain” class engines Hawkinge. In 
1940, Hawkinge was a front-line station 
of No. 11 Group, Fighter Command, and 
from there, No. 91 Squadron. commanded 
by Squadron Leader R. H. Harries. D.S.O., 


D.F.C., who was present at the ceremony, 
intercepted tip-and-run raiders. From the 
autumn of 1940, W.A.A.F. personnel were 
employed at Hawkinge, and it is now a 
W.A.A.F. depot, where officers of the ser- 
vice are trained. June 28 was the ninth 
anniversary of the formation of the 
W.A.A.F. and from Hawkinge a Guard of 
Honour was provided at the ceremony and 
was inspected by Air Commandant Han- 
bury; she also inspected a Guard of 
Honour of railwaymen and women from 
Dover and Folkestone. 


Uruguay Pay-Out Scheme Defeated.— 
Voting on the proposed distribution of 
proceeds from the sale to the Uruguay 
Government of the British-owned railways 
in Uruguay has resulted in the scheme 
being defeated. The proposals for allo- 
cating the purchase price of £7,150,000 
were tabulated in our issue of May 14, 
when it was reported that an adverse vote 
by any class of stockholders of any of the 
companies concerned would involve rejec- 


British Railways Locomotive Exchange 




















A Western Region “ Hall” class 4-6-0 locomotive approaching Manchester London Road with the Eastern 
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tion of the whole scheme and of the sale 
agreement. A three-fourths majority was 
necessary for the scheme to be presented 
to the Court. and was secured in every case 
except from the Central Uruguay second 
debenture holders, who voted 44:8 per 
cent. against the compensation at 85 per 
cent. which was proposed. 

Valuation of Transport Securities.— 
After considering the arguments and 
evidence submitted at the hearing on June 
14 of an application by the British Trans- 
port Commission, pursuant to Section 17(3) 
of the Transport Act, 1947, the Transport 
Arbitration Tribunal has issued an order, 
dated June 18, 1948, determining the values 
of the following securities specified in Part 
II of the Fourth Schedule to the Act:— 


Name of body by Value 
which security was Nature of security per £100 
issued nominal 
£ 
The West London Rail- 3} per cent. first 101 
way Company class preference 
(class A) shares 
6 per cent. second 157 
class preference 


(class B) shares 
2 per cent. ordinary 65 
(class C) shares 
The values determined by the tribunal 
are in all cases somewhat higher than 
those suggested by the Transport Com- 
mission, namely:— 


34 per cent. first class preference él 
(class A) shares 


per cent 
higher 


6 per cent. second class preference £2 per cent. 
(class B) shares higher 

2 per cent. ordinary (class C) shares £10 per cent. 
higher 


Nitrate Railways Sale Ratified—An ex- 
traordinary meeting of the Nitrate Rail 
ways Co. Ltd. held after the annual meet 
ing on June 25 ratified the sale of the rail- 
way undertakings in Chile to the Tarapaca 
& Antofagasta Nitrate Co. Ltd. for the 
sum of 10,000,000 Chilean pesags in cash 
and £760,000 in non-interest bearing bonds 
of the purchasing company (see also our 
June 18 issue). In a letter to shareholders 
giving details of the offer, it was stated 
that the contract is to be concluded within 
a month after ratification by the share- 
holders, provided the Decree of the 
Chilean Government approving transfer of 
the concession had been issued and come 
into force before such ratification. Mr. 
P. L. Fleming, Chairman of the company. 
replying to questions at the meeting, said 
that he thought the peso nayment would 
cover terminal commitments in Chile. As 
to the value of the bonds, in view of the 
conditions attached to them, the only 
thing to do was to treat them as pvrospec- 
tive sterling and make arrangements for 
dealing with the sterling when it came. 
With regard to the Cumbre Trust, the en- 
tire capital of which was held by Nitrate 
Railways, Mr. Fleming said that the direc- 
tors would be quite happy to wind it up, 
but they had not done so as certain taxa- 
tion questions made it advantageous to 
continue the trust. Investments, shares in 
subsidiaries, and other items in the rail- 
ways balance sheet, said Mr. Fleming. 
represented capital assets of a value of not 
less than 80s. per share. 


Forthcoming Meetings 
(Sat.).—Electric Railway Society, at 
the Fred Tallant Hall, Drummond 

Street, London, N.W.1. at 3 p.m. 

“ Black Saturday on the Southern 

Railway,” by Mr. G. T. Moody. 

July 3-8.—The Permanent Way Institution, 
Summer Convention in Chester. 

July 10 (Sat.).—British Railways (Southern 
Region) Lecture & Debating Society, 
tour over course of Surrey Iron Rail- 
way. 
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Railway Stock Market 


The combination of the dock strike and 
the news from Berlin upset stock markets 
earlier in the week, when values in all 
sections lost further ground. The fact that 
a large part of recent new issues has been 
left with the underwriters provided another 
indication of the “ buyers’ strike” in the 
City, but, on the other hand, the fall in 
share values has not produced nervousness. 
In fact, there has been no very heavy 
selling, and the view gained ground that 
markets would stage a good rally in the 
event of a favourable turn in home news. 

Although the Birmingham conversion 
loan result created a good impression, and 
the New Zealand conversion operation is 
likely to be in line with expectations, 
British Funds have reacted sharply at the 
time of writing Moderate selling has a 
disproportionate influence now that buying 
appears to have declined to very small 
proportions. Nevertheless, there has been 
some recovery from levels recorded earlier 
in the week. British Transport stock 
(1978-88) declined to 953, with the 1968-73 
stock also lower at 993, following the ruling 
trend. Moreover, British Electricity 3 per 
cent, stock, which last week changed hands 
up to 1004, has come back to 993 at the 
time of writing. 

Brazil rails again displayed erratic move- 
ments following the recent White Paper on 
the Anglo-Brazilian agreement, which 
holds out no promise of any further take- 
over developments in respect of remaining 
British-owned rail and utility concerns. 
San Paulo have fluctuated sharply on fresh 
suggestions that a long time may have to 
elapse before there is agreement with Brazil 
on full compensation. It is still uncertain 
when payment will be made for the rail- 
way, but so soon as the position is clarified, 
it is expected the company will make a full 
statement to stockholders. | Meanwhile, 
after being down to 162 and up to 173 in 
the past few days, San Paulo ordinary stock 
is 167 at the time of writing. Movements 
in Great Western of Brazil shares also have 
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been erratic, and they are 68s. 9d. at the 
time of writing. Leopoldina moved lower 
on balance, the ordinary stock being 11, 
the preference 33, the 4 per cent. deben- 
tures 65, and Leopoldina Terminal 5 per 7 
cent. debentures 62. In other directions, 
Antofagasta eased to 114 and the prefer- 
ence stock to 65. Manila Railway prefer- 
ence shares have been active up to IIs. 6d.,, 
with the “A” debentures higher at 97, 
Nitrate Rails shares, however, came back | 
to 80s., and elsewhere French Railway ( 
sterling. bonds lost ground. ae 

Uruguay stocks were uncertain pending 
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news of the vote on the proposed share- |~ 


out terms, by which the scheme has | 
now been rejected. Central Uruguay | 
ordinary was 104 and the second debentures 
81. Beira Railway bearer shares changed 7 
hands quite actively around 53s. United ba 
of Havana 1906 debentures were lower at | 


164, with the 43 per cent. debentures | 
around 18. The latter have come back 
from 25, touched recentiy when it was 


announced by the company that there is 
£40,000 available for the purchase of 
debentures in the open market. Canadian 
Pacifics declined to 25% with the prevailing 
market trend. 

Further talk that the text of the steel 
nationalisation Bill may be published in a 
few weeks has overshadowed iron and steel 
shares, but movements, although against 
holders, were mostly small. United Steel 
were 27s. 6d., Dorman Long 29s. 3d., and 
Stewarts and Lloyds receded to Sls. 104d 7 
In other directions Babcock & Wilcox 
were 66s. 6d., and T. W. Ward 60s. North © 
British Locomotive changed hands around 
22s. 9d.. Wagon Repairs 5s. shares around / 
21s., and Charles Roberts have marked £71. 
Beyer, Peacock were 22s. 6d., and Vulcan 
Foundry 27s. 9d. 

Road Transport shares have not been 
immune from the reaction in markets, but 
generally those of the operating companies 
have not lost more than 1s. In fact, in 
most cases they remained so firmly held © 
that they are still difficult to Obtain in any |~ 
amount. 


Traffic Table of Overseas and Foreign Railways 


hepene traffics to date 





Traffics for week * 
7 ‘ 
Railways Miles Week hd Total i 
open ended Total Inc. or o J oe or & 
“ compare ecrease 4 
this year | wich 1946/47 3 1947/8 Ma 
= = — — iy 
£ £ £ £ a 
Antofagasta ... 834 20.6.48 62,960 (+ 15,450 24 1,294,130 + 300,440 
one 174 May, 1948 $23,890 — $91,340 22 $398,711 | — $166,167 © 
razi mA - - . — _— - 2 
Cent. Uruguay 970 19.6.48 36,551 — 7,261 5i 1,897,071 | + 14,224 * 

& Costa Rica see 262 May., 1948 38,913 + 2,930 48 349,643 + 26,895 

5 | Dorada ‘ i 70 Mar., 1948 19,700 |— 9,500 13 59,500 | — 30,000 * 

E | G.W. of Brazil 1,030 19.6.48 26,200 | + 1,300 858,300 | + 34,200 

< | Inter. Cel. Amer. 794 | Apr., 1948 $1,218,460 |+ $59,490 17 $4,812,683 | + $62,337 £ 

— | La Guaira 222 | May., 1948 $116,449 |+ $731 | 22 $523,981 | — $48,780 | 

& , Leopoldina ... 1,918 19.6.48 51,768 |— 13,342 | 24 1,273,792 | — 292,033 © 

5‘ Midland Uruguay 319 May, 1948 22,020 |+ 3,724 | 48 208,409 | + 21,309 

O | Nitrate ‘ 382 15.6.48 12,178 | + 1,266 | 23 133,458 | + 31,364 

oy | N.W. of Uruguay 113. | May, 1948 5.699 — 1,561 | 48 982 | — 2,197 

“ Paraguay Cent. oes 274 18.6.48 782,668 + $27,094 50 3,445,864 + 231,569 © 

3] Peru Corp. | 1,059 | May., 1948 180,761 + 22,005 | 48 1,907,324 | + 230,353 

oO] Salvador nes 100 Apr., 1948 ¢175,000 + ¢30,000 43 c1,796,600 | + 313,600 © 

“T San Paulo 1534 -- oo | -— 4 
Taltal ; 156 May, 1948 8,940 + 5, 240 48 89,020 | + 44,305 © 
United of Havana 1,301 19.6.48 53,663 |— 11,998 | 51 3,838,412 | + 306,102 © 
Uruguay Northern 73 May, 1948 1,850 |— 1,615 | 48 13,995 | — 5 = 

| | Si 

Oo | ‘aa 

# { Canadian National ...| 23,535 | May, 1948 10,286,250 + 647,750 22 47,189,000 | + 3,476,750 

8 Canadian Pacific -| 17,037 | May, 1948 7,051,250 |+ 360,000 | 22 33,321,000 | + 2,231,000 

| | 
Barsi Lightt 202 | May., 1948 27,150 (+ 4,575 8 57,877 | ~ 6,007 
Beira 204 Mar., 1948 130,824 |4 33,115 | 26 711,144 | + 167,195 

., | Egyptian Delea 607 | 20.4.48 18,085 + 2,529) 3 36.417| 4+ 3,23 

FH —— ‘ 536 | May., 1948 233,674 + él 1996 | 9 | + 122,632 

- anila | — — — -- 

& ) Mid. of W. Australia | 277 | Apr., 1948 29,873 |+ 9,898 | 43 239,345 | + 64,049 
Nigeria “i -| 1,900 | Mar., 1948 401,873 |+ 40,277 = 4,581,601*) + 49,128 
Rhodesia 2445 |Sept., 1947 643,980 102,833 6,787,603 | + 612,938 

| South African 13,323 22.5.4 1,305,628 |+ 111,527 5 9,811,801 | + 682,168 
Victoria sé ess) 4,774 Feb., 1948 1,421,349 |+ 234,015 | 35 on | — 


t Receipts are calculated @ Is. 6d. 


to the rupee 


